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THE PRESIDENT AND TRANSPORTATION 
We do not know what President Harding expects 
to say to Congress about the railroad situation or 
We do believe, 
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WASHINGTON, D. C. 











whether he expects to say anything. 
however, that he has been going about it in a business- 
like and intelligent way to inform himself in regard to 
this matter. 
and the only way to get real information is to call into 
conference those who know. We are inclined to think 
that the more President Harding learns about the 
transportation situation the less he will be inclined to 


Our chief executive ought to be informed 


treat it in his message to Congress, except as he might, 
perhaps, touch on it in a review of business conditions. 
But as to legislation recommendations—which is the 
subject usually in mind when one speaks of a Presi- 
dent’s message to Congress—we do not think there 
ought to be any, at least of a major character. There 
may be some minor matters that the President could 
suggest if he cared to go into But the 
thing that is known as the railroad “situation” is not 


such detail. 


to be cured by legislation. It is caused by depressed 
business conditions generally and by an overload of ex- 
pense as compared with revenue. 

It is true that the President might suggest to Con- 
gtess the propriety of some such investigation as is pro- 
posed by Senator Cummins in the resolution he intends 
to introduce, but the more we think about that pro- 
posed investigation the more we think it would be, in 
large part, a waste of time, even if it developed the facts. 
The facts are that railroad wages are too high and that 
the national working agreements cause a huge waste of 
money. Everybody who is capable of having an idea 
on the subject knows that, so why have another long 
drawn out, time-killing inquiry to develop what every- 
body already knows? ‘The inquiry might, it is true, 
bring out some other valuable facts, and we have no ob- 
Jection to it if it will start on the assumption that wages 
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must come down and the national agreements be abro- 
gated, instead of including those questions among the 
matters to be determined and thus, perhaps, affording 
excuse for others to delay action until the committee 
has reported. Senator Cummins’s committee may not 
know the facts but it is not important that it should 
know them, as we see it. We want action now on 
known conditions without any more hearings, or in- 
quiries, or inquests. 

In spite of what we have said above, we venture 
to suggest one thing that the President might say to 
Congress, though perhaps it would be too radical a thing 
to expect. It is that Congress ascertain to its own satisfac- 
tion whether the Labor Board created by it is function- 
ing properly and, if not, what it ought to do to correct 
We are quite clear ourselves as to what it 
ought to do that it has not done. We should think Con- 
gress might agree with us if it investigated. If it did 
agree it could tell the Labor Board what to 
abolish it altogether. We know of no more ridiculous 
situation among an intelligent people than one that is 
thoroughly understood and admitted by all disinterested 
persons but which remains the subject of ponderous in- 
Government can gain 


its ways. 


do or 


quiry by a government board. 
little confidence of the public as an agency for straight- 
ening out tangled business conditions when one of the 
arms of government, with one of the phases of the 
tangle directly under its control, thus trifles and delays. 

The action of the Labor Board in setting a date 
for hearing all the specific wage disputes before it and 
a limit on the time for receiving testimony, we hope 
is a sign that it is beginning to appreciate something 
its 
Perhaps Chairman Barton’s visit to the 


of the importance of speed in the matters under 
jurisdiction. 
President was not wholly without results other than the 
Perhaps the 
Now if we 


imparting of information to the President. 
President himself had something to impart. 
can have a time limit on the national agreement matter 
and a decision immediately after the expiration of the 
time limit, we shall be still more highly pleased. 





EFFECT OF RATES ON REVENUE 
Chairman Clark, of the Interstate Commerce Com- 
mission, in his address to the Railway Business Asso- 
ciation, said some things that ought to be taken to heart 
by those who have been insisting that the high level of 
freight rates is responsible for the falling off of busi- 
ness and that, if rates were reduced, business would 


“come back.” Of course, we do not mean to convey 
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The Cincinnati, Indianapolis & Western Railroad Co. 


With its connections 
“THE SHORT LINE FROM COAST TO COAST” 


The Cincinnati, Indianapolis & Western Railroad is the short line on traffic routing to and through Kansas City avoid- 
ing the larger terminals. 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and 
is a natural intermediate line on through traffic between the East and West, North and South. : 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high 
class and condition assures efficient handling of traffic. : 

FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Indianapolis, Rushville, 
Connersville, Hamilton, Cincinnati, and all points on its line and beyond these junctions in Central Freight Association and 
New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, Norfolk, Richmond and all Eastern, Southern and 
Southeastern points. 

Fast Freight Service in connection with all Fast Freight Lines Routes. 
J. A. SIMMONS, General Traffic Manager C. I. & W. R. R. Building, Indianapolis, Ind. R. B. KINKAID, Assistant General Freight Agent 


For information as to Rates, Routes, Service, etc., ask any Railway foe ~ | p nny the C.I. & W. R, R. at any of the following points, where we have 
eneral Agents: 

























CQ L & W. R. R. Building, Indianapolis, Ind. 201 Mercantile Building, Cincinnati, Ohio. 1210 Barclay Bldg., New York 
330 Reisch Building, Springfield, Il. 337 Marquette Bldg., Chicago 728 Monadnock Bldg., San Francisco, Calif. 
894 Arcade Building, St. Louis, Mo. 312 Park Bldg., Pittsburgh, Pa. 509 Wesley-Roberts Bldg., Los Angeles, Calif. 






167 Railway Exchange, Kansas City, Mo. 41 Porter Bldg., Memphis, Tenn. 514 Colman Bldg., Seattle, Wash. 
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the impression that Mr. Clark is the last word in eco- 
nomic thought or that he might not be mistaken, but he 
is chairman of a body whose duty it is to consider this 
subject, that, perhaps, has given it more consideration 
than it has received from any other body or person, and 
that is entirely without bias or selfish interest, its pur- 
pose and function being merely to fix rates that will 
produce for the carriers the net revenue prescribed by 
law. If it thought lower rates would produce that rev- 
enue it could have no objection to lowering rates. In 
fact, it has announced that it is ready to hear petitions 
for lower rates on a showing that the higher rates sup- 
press business—as is, of course, the case in some in- 
stances. What Mr. Clark is talking about is the gen- 
eral level of rates—not exceptional cases. Mr. Clark 
and his colleagues may be mistaken in their ideas, but 
we do not think they are—not because they are Mr. 
Clark et al., but because their ideas seem to agree with 
the facts as we understand them and as we believe care- 
ful study will show them to be to any who investigate. 

“It is no time for stubborn thinking,” says Mr. 
Clark, “but it is a time to think of facts, which are said 
to be stubborn things. The whole country and all of 
our people, excepting those who are and have been 
shamelessly profiteering, are suffering the after-effects 
of a titanic war. In some places the agriculturist and 
the horticulturist are leaving their crops to decay in the 
fields and on the trees because they cannot sell them at 
prices that more than cover the costs of harvesting, 
transporting, and marketing, and yet the housekeeper 
purchasing for the home table finds the cost of such 
commodities close to what it was during the active hos- 
tilities. 

“In some quarters zealous efforts are made to have 
it appear that this situation is in large part or in the 
main due to high freight rates. The freight rates are 
high. I have yet to meet a well informed man who 
does not feel that, as a general thing, they can be made 
no higher as a revenue measure. Careful inquiry into 
some distressing situations discloses that the utilization 
of products is prevented, not by freight rates, but by 
economic conditions and perhaps manipulated markets. 
In November, 1920, the average ton-mile revenue of the 
ralroads of the United States was 75.7 per cent higher 
than in 1913. At the same time the wholesale prices of 
commodities that are transported in large quantities 
averaged 107 per cent higher than in 1913, and in May, 
1920, they were 172 per cent over 1913. Reference has 
been made to operating costs of the railroads. Until 
the foundation has been laid for widening the margin 
between the revenue and the cost of earning it, it is 
dificult to find justification for an attempt at a general 
reduction in rates.” 

We think that sums up pretty well the facts and 
the logic of the situation and ought to convince those 
who have been disposed really to believe that the high 
tates have caused the slump in business instead of the 
‘lump in business causing a falling off in tonnage and 
So preventing the carriers from earning an adequate 
revenue in spite of the high rates. We say it ought to 
Convince those who really have been taken in by the 
lalse theory, but, of course, those who have willfully 
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promulgated false doctrine for their own selfish purposes 
will not admit their error. 

If we just think a little we must see the fallacy. 
Suppose, as some advocate, the old level of rates that 
prevailed before the decision in Ex Parte 74 were re- 
stored. Suppose, either because of the restoration of 
the old rates or for some other reason, the volume of 
tonnage that was being carried at the time that decision 
was handed down were also restored. Would the con- 
dition of the carriers be satisfactory? A little figuring 
will show that it would not. When the Commission’s 
decision was handed down, the railroads were operating 
under a deficit. That was the reason for the decision 
and for the law under which the decision was made 
necessary. If the volume of tonnage had been main- 
tained, it was figured that the increased rates would 
give the carriers a net revenue of six per cent on their 
valuation, as found by the Commission. With the old 
rates and the large volume of traffic, such revenue was 
impossible. With the new rates and the decreased 
traffic it has been equally impossible, of course. Those 
who think the old rates would restore the old former 
volume of traffic have only to look at the figures to an- 
swer the question as to what the effect on the revenue 
of the carriers would be, even if their theory is correct. 
And those who believe that a restoration of the old rates 
would restore the former volume of traffic are strangely 
ignorant or unmindful of other economic factors in the 
business situation. Transportation is merely one of 
many costs that the producer has to consider and high 
transportation is merely one of the elements in the cost 
of marketing a product. 

Of course, how much traffic might be increased by 
a lowering of rates and how much it is curtailed by 
high rates is largely speculative. About the most that 
can be said—always excepting special cases where direct 
cause and effect can be shown—is that the tendency of 
high rates is to lessen business, and vice versa. And 
yet, in regard to passenger traffic, for instance, those 
who argue that lower rates would greatly increase travel 
may be surprised to learn that the figures show that in 
the four months, September to December, 1920, under 
the high rates, the total number of passengers carried 
by the railroads of the country was slightly greater than 
in the same months of 1919 under the old rates, while 
the number of passengers carried one mile was only 
two-tenths of one per cent less, in those four months, 
under the higher than under the lower rates. Of course, 
the answer might be made that no one can tell how 
many more passengers might have been carried in 1920 
if the rates had not been increased, and that is true. It 
is also true that no one can tell whether any more would 
have been carried or whether there might not have been 
fewer carried. It is all a guess. Our point is, in this 
matter, merely that the advanced rates did not cause 
a great falling off in business and that, therefore, the 
advanced rates have meant more revenue for the car- 
riers than they would otherwise have earned. 

Mr. Clark is sensible as well as optimistic with re- 
spect to present-day conditions and the outlook for im- 
provement, realizing that the railroads and those who 
buy transportation are not the only sufferers. “I desire 
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to make it clear,” he says, “that although I have re- 
ferred to some of the troublesome problems, I am still 
We all 
must suffer in varying degrees under the conditions 
which obtain in the world and affect our country, but 
we should not lose sight of the fact that those condi- 
tions bear upon us with less severity than they do on 
most people; that we have recuperative powers which 
far exceed those of any other nation, and if we can have 
a co-operative spirit along right lines and recognition 
of the difficulties and the rights of others, and an 
earnest effort to bring about at the earliest date those 
conditions which we would like to have obtain, we will 


an optimist and not pessimistic on this subject. 


soon be looking upon the troubles of the present day as 
troubles of the past, and will find our country as well 
as ourselves in a better position, a better condition, and 
a better frame of mind and with more lofty resolves for 
the future than we had before.” 


HARDING AND THE RAILROADS 
The Trafic World Washington Bureau 

After the semi-weekly cabinet meeting on April 1, at which 
the transportation problem was discussed, President Harding 
made it clear that the administration had formed no policy with 
respect to the railroads and that what he desired was to get as 
much light on the situation as possible from all sides. It was in- 
dicated that, from time to time, the President would confer with 
those who have information for him on the subject. Any impres- 
sion that the President is preparing to act independently of the 
bodies created by law and clothed with regulatory power over 
the railroads, it is believed, would be erroneous. Apparently the 
President holds the belief that the situation has not reached the 
point where the Labor Board and the Commission are powerless 
to meet existing conditions in the transportation field. 

The President indicated late April 1 that he was not pre- 
pared to discuss the appeal by B. M. Jewell, president of the 
railway employes’ department of the American Federation of 
Labor, that the President call a conference between the rail- 
way executives and the labor unions for the purpose of under- 
taking to compose the differences on all points in dispute. 

The Jewell telegram was regarded in high administration cir- 
cles as raising the fundamental question of whether the national 
agreements negotiated by the Railroad Administration extended 
beyond the period of federal control. It is understood that the 
telegram was discussed from that viewpoint in the cabinet meet- 
in, although it is known that the administration regards that as 
an issue to be settled, not by the President, but by the Railroad 
Labor Board. The Jewell appeal further brought out the thought 
that if the national agreements, or others similar to them, are to 
be sustained, the result would be the elimination of the right of 
the employer to negotiate with his employers or, vice versa, the 
right of the employes to negotiate with their employer, and the 
further question that, if the agreements are sustained, whether 
that would not put the stamp of approval on national agreements 
for all industry. 

The indications were that the President would not accede 
to the request made by Mr. Jewell. The calling of such a con- 
ference and the consummation: of an agreement between the 
representatives of the railroads and the employes affected would 
be nothing more nor less than the establishment of national agree- 
ments, it is believed. Another point advanced is that approval by 
the President of the Jewell request would be, in fact, ‘‘going 
over the head” of the Labor Board, and it was stated at the 
White House previously that the President had no intention 
of doing that. 

At the cabinet meeting April 5, the transportation situation 
was discussed again in connection with consideration of what 
should be done to bring about a return to “normalcy.” The 
President, in his talk with newspapermen after the meeting, 
said that after he had consulted with the heads of the railroad 
labor unions he would consult representatives of the railway 
executives as to their views. After the President has obtained 
the views of both the managerial and labor groups, he indicated, 
heads of those two groups may be brought together if such a plan 
promises a solution of the difficulties involved. No decision, 
however, has been reached to call such a conference. 

W. S. Carter, president of the Brotherhood of Locomotive 
Firemen and Engineers, conferred with the President April 5. 
On the preceding day B. M. Jewell, head of the railway employes 
department of the American Federation of Labor, and A. B. Gar- 
retson, former president of the Order of Railway Conductors, 
were received separately by the President at the latter’s re- 
quest. Mr. Jewell, after he had seen the President, said he had 
told him all he knew about the existing situation. Warren S. 
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Stone, head of the Brotherhood of Locomotive Engineers, con- 
ferred with the President April 6. 

In calling the various heads of the railroad labor organiza. 
tions into consultation, the President followed his policy of get. 
ing the views of all concerned in the present transportation 
situation. 

In reply to a question as to whether the President had indj- 
cated what position he would take on his request for a cop. 
ference of railway executives and representatives of railroad 
employes, Mr. Jewell said the President simply said he desireq 
to be as helpful as possible in the existing situation. He saiq 
he left the conference with the impression that the President 
would do all he could to help and that he was thoroughly alive 
to the grave problems involved. 

The reference made by the President in his talk with news. 
paper men to the possibility of the managerial and labor heads 
being called together was not taken to mean that he would cal] 
a conference for the purpose of making nation-wide agreements, 
but that, rather, the conference, if it was called, would be for 
the purpose of injecting some harmony into the relations be. 
tween the two groups. 

Primarily, Mr. Jewell, it was understood, was called to Wash- 
ington in order that the President might get his views on the 
labor problem. 

If President Harding decides to refer to the railroad situa- 
tion in his message to Congress next week, it is not believed 
that he will make any recommendations looking to the enact- 
ment of new legislation in order to give relief from existing 
conditions. He may refer to the railroad problem in a general 
way in connection with a discussion of domestic problems. 

It was expected that he would confer again with Senator 
Cummins, chairman of the Senate committee on interstate com- 
merce, before the delivery of his message. The senator, along 
with other congressional leaders, does not believe that further 
legislation is necessary at this time. It is also not regarded as 
probable, in view of the thorough investigation proposed by 
Senator Cummins, that the President will make any recommen- 
dations as io legislation in advance of that investigation. 

Representative Mondell, Republican leader of the House, 
sees no occasion for additional legislation. He believes that 
under the transportation act sufficient machinery to deal with 
the railroad problem has been provided. 

“I think every one realizes that wages must come down,” 
said he. “It is entirely out of the question that an arbitrary 
scale of wages should be established for any one class without 
regard to the general level of prices or earning capacity. it is 
manifest that high freight rates cannot come down unless the 
railroad expenses are reduced. It should be possible for the 
two bodies created to handle the question of wages and trans- 
portation charges to work out a solution of the situation.” 

In his conference with the President on the railroad situa- 
tion April 6 Warren S. Stone, head of the Brotherhood of Loco- 
motive Engineers, advocated the establishment of regional boards 
of adjustment in order to hasten the settlement of disputes be- 
fore the Railroad Labor Board. He said regional boards would 
expedite the handling of the differences between the railroads 
and employes. Mr. Stone discussed the railroad problem from 
the labor standpoint and brought to the attention of the Presi- 
dent that many railroad workers are unemployed. 

W. L. McMenimen of the Brotherhood of Railroad Trainmen. 
also discussed the railroad situation with the President on April 
6. W. G. Lee, head of this brotherhood, was invited to come to 
the White House, but he is ill at Hot Springs, Ark. L. E. Shep- 
pard of the Brotherhood of Railway Conductors will submit his 
views on the railroad situation at the request of the President. 
This interview, it was expected, would bring to a close the con- 
ferences with the representatives of the railroad employes, and 
conferences with the railway executives are expected to follow. 

An inquiry at the White House April 7 as to whether aly 
representatives of the shipping public would be invited to sul 
mit their views on the railroad situation to the President brought 
the reply that the President was anxious to get all the light he 
could on the situation, but that there was nothing definite as 
to whether others than the representatives of the railroad mal- 
agements and employes would be asked to come to the Whilé 
House. 


PETROLEUM SUSPENSIONS 
The Trafic World Washington Bureas 


In I. and S. No. 1318 the Commission has suspended from 
April 6 until August 4, item 643 of supplements Nos. 5 and > 
to Speiden’s tariff I. C. C. No. 453. The suspended schedules 
provide that where no through published rates are in effect from 
point of origin to final destination, the proportional rates 0 
petroleum and petroleum products will apply without deduction 
in constructing combination rates on all shipments originaUne 
beyond or destined beyond the points from or to which the vod 
portional rates are applicable, whereas at presenti, rates - 
cents less than rates published in tariff are applicable on sh!P: 
ments originating at points north of the Ohio River or west ol 
the Mississippi River or in the state of West Virginia from which 
no through rates are in effect. 


Apri 


incli 
gove 
It is 
view 
ence 
on if 
shar 
A go 
more 
place 
of le 
pose 


fie L 
hear 
now 
dle 1 
ably 
Amo 
subj 


pape 


ever 
labo) 
men 
cars, 
the 
with 
bein; 
ther: 
more 
quic) 
for 
Sam 
Adat 
to t] 
tion, 
tions 
tion 
Rail 
Leas 
to a 
who 
Dart 
that 
Pay 


0. 15 


con- 


niza- 
get- 
ition 


indi- 

con- 
road 
sired 
said 
dent 
alive 


eWSs- 
eads 

call 
ents, 
> for 
; be- 


"ash- 
the 


itua- 
eved 
nact- 
sting 
eral 


ator 
com- 
long 
ther 
d as 
| by 
nen- 


use, 
that 
with 


wn,” 
rary 
hout 
it is 

the 

the 
ans- 


‘tua- 
0co- 
ards 

be- 
ould 
yads 
rom 
resi- 


nen, 
pril 
tO 
hep- 

his 
ent. 
cOn- 
and 
ow. 
any 
sub- 
ght 

he 

as 
\an- 
nite 


‘om 
d 8 
les 
‘om 


jon 
ing 
r'0- 
914 


nip- 
of 
ich 





April 9, 1921 
, ° 
Current Topics 
in Washington 





Harding and the Railroads—Anything purporting to be a 
summary of what President Harding is going to say to Congress 
about the railroads on April 11 is likely to be nothing more 
than a guess. The President has not turned himself inside out 
for the benefit of anybody and everybody equipped with an 
interrogation mark. He did not specialize on railroad matters 
while he was in the Senate. His talks with men who think they 
know something about railroads and their troubles have given 
him a fund of information. Probably in the month he has been 
in office he has had more facts about transportation laid on his 
desk than any of his predecessors had in an equal length of 
time. But those who brought the information did not carry 
away anything. The President’s work was not to pass out ideas 
or impressions. As a careful man, it is believed he realized, 
before he was in office ten days, that he was dealing with some- 
thing that called for delicate handling. One of the patent facts 
before the President or any other man with two eyes is that 
there is nothing much the matter with the railroads other than 
that they have not sufficient business and their expenses seem 
to be disproportionate. That is the situation in which they 
found themselves in 1914. There was then a disproportion be- 
tween the prices men received for what they had to sell and 
the cost of getting their wares to market. President Wilson 
advocated an increase in rates, on the theory that if money was 
put into the pockets of the railroads they would have to pass 
iton. John Stuart Mill had an idea that the issuance of bonds 
was a good thing for the country, because it caused interest 
money to descend like the fructifying rains. Mr, Wilson was 
also a theorist. The war, however, made his scheme look good. 
But there is not now any war to create an artificial level of 
prices. The old law of supply and demand of ordinary peace 
times is at work again and high rates are not performing up 
to expectations. Rates, in that connection, apply as much to 
pay for manual labor as to pay for the transportation of goods. 
Somebody seems to be getting more than his share of the money 
the people are paying. Somebody, by reason of that dispropor- 
tion, seems unable to sell as much as necessary, because some- 
body has not received his share. Laws have put up rates. The 
inclination is to say there is too much legislating, too much 
government, and not enough railroading in the railroad business. 
It is believed that President Harding is inclined more to the 
view that there is too much statute law and not enough obedi- 
ence to the law of trade, which is that business can’t be carried 
on if one or two elements in society are getting more than their 
share of what there is for division in the whole community. 


A good guess might be that if President Harding does anything 


more than call attention to the alarming facts that have been 
placed on his doorstep, he will suggest that placing more, instead 
of less, responsibility on the shoulders of those who are sup- 
posed to manage the railroads, would be good for the country. 





The Traffic League’s Petition—The National Industrial Traf- 
fic League’s suggestion to President Harding that it should be 
heard by the Railroad Labor Board on the subject of wages is 
now with Senator Cummins’ committee, which will have to han- 
dle the resolution of inquiry he intends offering and also prob- 
ably a dozen or two other resolutions proposing like inquiries. 
Among men who have gone through inquiry after inquiry on the 
subject, another one suggests little but a waste of time and white 
paper. The fact that from sixty-five to seventy cents out of 
every dollar paid by the public for transportation goes to railroad 
labor, leaving only thirty-five cents to be divided among the 
men who furnished the capital and those who must furnish the 
cars, engines and rails to replace those worn out in service, and 
the payment of taxes, seems the one thing that must be dealt 
with out of hand. The League’s suggestion about its members 
being the ones who pay the rates charged for transportation and, 
therefore, the ones who pay the wages, would have attracted 
more attention, it is believed, if its significance could be as 
quickly grasped as would be a declaration by Secretary Hughes, 
for instance, that the treaty of Versailles must be revised. 
Samuel Gompers, in 1916, protested against the passage of the 
Adamson law on the ground that organized labor was opposed 
‘o the fixing of wages by legislation. The Wilson administra- 
Uion, however, apparently regarding the will of labor organiza- 
“ons as the will of the people, went on from one bit of legisla- 
“ion to another, climaxing in the part of the law creating the 
Railroad Labor Board with power to establish wages. The 
League’s demand amounts, in the final analysis, it is believed, 
ber a demand that the Railroad Labor Board recognize those 
Who are the immediate paymasters of the railroads as being 
parties in interest in cases involving wages; in other words, 
that the laws establishing wages be made to work for those who 
Pay as well as those who receive, thereby bringing about the 
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situation to which Gompers objected in 1916. At that time 
Gompers suggested that if Congress could raise wages it could 
also reduce them and that that was something to which he was 
opposed. 





Reductions in Grain Rates.—The Commission’s advice to the 
railroads on the matter of reducing grain rates, chiefly for export, 
it is suspected, will bring about reactions not wholly expected. 
Not every miller can engage in export business. The average 
man is so short-sighted that he can only see benefit in any move 
if it gives him help directly. The millers and grain dealers who 
have no connection with the export trade, it is surmised, will 
grumble against the apparent favoritism shown the exporters, 
even while admitting that stimulation in the export business 
will have indirect beneficial effect on their business. The Com- 
mission’s advice, apparently, was founded on the assumption that 
rates and revenue are almost synonymous terms. It warned the 
railroads to be careful lest their already inadequate revenues be 
made still less adequate by.some of the big changes in rates 
that had been suggested. The coal mine operators, among oth- 
ers,‘are being made painfully aware that rates and revenue are 
hardly akin. Retail dealers of coal in Washington are advertis- 
ing soft coal at $9 a ton, as if they were conferring a great favor 
on the users of coal. Yet in the week they were doing that the 
production was believed to be going below 6,000,000 tons. That 
is less than half the maximum production during the war and 
in 1919. Nine dollars is only double the pre-war price of soft 
coal in Washington, but that price was being suggested to men 
ninety per cent of whom have had an increase in their incomes 
since pre-war days of not more than fifty per cent, if that much. 
Mines are being shut down because those who would like to use 
coal cannot figure a profit for themselves in using it. If rates 
and revenue were synonymous, or even distantly akin, that would 
not be the fact. 





Engines for American Vessels.—The Shipping Board, not- 
withstanding the disproportion that seems also to have affected 
ocean shipping, is going ahead with tests to determine what type 
of engine will be best for use on American vessels. About 600 
ships are idle. They are, in the farm phrase, “eating their heads 
off.” The Board, however, is conducting experiments, in obedi- 
ence to the law of its creation, to determine the most economic 
motor power to use on ships. It has just let a contract for an 
electric-drive Diesel engine, ‘but has not designated the ship on 
which it is to be installed. The American navy for six years has 
been using the electric drive. Its latest ships are all electric 
drive. That is to say, each ship carries an electric power plant 
which generates current for driving the machinery. The thing 
to be now tried is a Diesel internal combustion engine for gen- 
erating the current to drive the ship in the same way that a 
trolley car is driven. Long ago it was settled that oil must re- 
place coal on ocean-going, if not lake, ships. But there are recip- 
rocating engines of the old type taking steam from boilers under 
which oil is burned. Then there is the Diesel engine. It operates 
the same as the engine in the ordinary automobile, except that 
it uses a lower grade of petroleum product, to which the name 
of the inventor of the engine has been given. The inclination is 
to believe that that combination of automobile and trolley car 
will give the ship of most economic operation. The Diesel en- 
gine, as the direct operator of the machinery, is not flexible 
enough. It runs at a given rate practically all the time. That 
is all right for the generation of electricity—if some place can 
be found for storing the electricity that may be generated while 
the ship is not using the maximum production. The electric 
drive, however, regardless of that other problem, is regarded as 
the best, for the reason that electricity generally is easier to 
handle than steam. The Board is going on the assumption that 
now is the time to get ready for the work that must be done 
when some of the disproportion that now threatens to block the 
world is reduced. 





Coddling of Labor Organizations.—There is a threat of re- 
ceiverships in some of the press agent stuff given out in New 
York by the association that is backing the S. Davies Warfield 
plan for the salvation and redemption of the railroads. The se-. 
curity owners whom Warfield and his associates claim to repre- 
sent, it is admitted, might easily force some big railroads into 
receiverships. The only question for them to consider will be 
whether that method would coerce Congress or the country into 
acceptance of a plan that would call for contributions from the 
public treasury for the benefit of railroads. The trend of thought 
in Washington seems to be away from further coddling of the 
railroads, because that, in the last analysis, means coddling the 
organizations which, during the war, suggested holding up the 
country by the throat by means of railroad strikes. A thought 
on that point is that a large percentage of the voters in this 
country are not of the kind that Russia and England seem to 
breed. The thought is that the American farmer would not 
stand for being held up as organizations in Russia and England 
seem to be able to hold up the farmers in those countries. They 
seem to be able to do that through the acceptance of the theory 
that all manual labor, including that of the farmer, can be bene- 
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fited by having mines and railroads put on a basis that will make 
the rest of the country contribute to their support so that they 
shall be special classes. Usually the American farmer can con- 
trol the votes of Congress. If there is one idea that seems to 
be generally spread among the rural communities, it is that 
railroad and mine labor are getting more than their share. Sec- 
retary Wallace, in his farm papers, has been preaching that to 
the farmers of the middle west for a long time and reports are 
that the readers of his papers believe he has the logic of the 
situation on his side. 

Tariff Legisiation—Members of the House committee on 
ways and means are considering the feasibility of asking the 
House and Senate to adopt a joint resolution, as soon as the 
committee reports a permanent tariff bill, putting the rates car- 
ried therein into operation instantly. The program now is to 
report and pass the Fordney tariff bill immediately to serve as 
an ad interim measure to fill the period between its passage and 
the enactment of a permanent bill. But the Fordney bill is 
what, in European language, would be known as an agrarian 
measure, intended to favor the farmers. To that there is opposi- 
tion. The opposition is inclined to rally around the proposal to 
have the permanent bill put into effect immediately by means of 
a joint resolution. Such a resolution would have the effect of 
setting aside the agrarian Fordney measure and substituting for 
it the permanent measure, as originally reported, until the per- 
manent measure, changed in the course of its progress through 
the two houses, was ready to be substituted for both the Fordney 
ad interim bill and the joint resolution rates. The scheme of 
having a joint resolution passed putting the rates instantly into 
effect is a method for handling subjects of that kind fairly well 
known in foreign legislative bodies. However, it has never been 
used in this country. It has often been proposed, but the opposi- 
tion of the minority party and a minority in the majority party 
has always been strong enough to prevent its adoption. The 
idea, of course, is to prevent the importation of huge quantities 
of goods ahead of the imposition of the higher rates. Every 
time there is an upward revision of the tariff in prospect, im- 
porters bring in all the goods they can finance. When the pros- 
pect is for a downward revision, imports decrease materially. 
Protectionists assert that home production begins to fall off on 
account of the uncertainty of buyers, so the prospect of a down- 
ward revision is to check business, while the prospect of an up- 
ward revision is the reverse. None of the veteran members of 
Congress really expect much from this latest move to stop the 
unusual importations in anticipation of an increase in cus- 
toms duties. They have seen too many such schemes die to be- 
lieve the miracle can be performed this time. A. &. H. 


COMMISSION AND BOARD VACANCIES 
The Trafic World Washington Bureau 


President Harding, it was learned this week, is considering 
John S. Worley, formerly a member of the engineering board of 
the Interstate Commerce Commission for the Western district, 
for appointment to the Commission. Mr. Worley, who formerly 
lived in Kansas City, Mo., is engaged in the practice of his pro- 
fession in New York. He is a Republican. 


The appointment of an engineer on the Commission has been 
urged on the President by the American Engineering Council of 
the Federated American Engineering Societies, which has sub- 
mitted to the President the names of six prominent engineers. It 
is not known, however, that Mr. Worley’s name was in that list, 
the names not having been made public. 


Herbert S. Hoover, secretary of commerce, is president of the 
Federated American Engineering Societies, and it is understood 
he has suggested to the President that an engineer be appointed. 

It is expected that the nominations for the two vacancies on 
the Commission and for the new Shipping Board will be sent to 
the Senate by the President shortly after April 11. The Presi- 
dent, it is understood, has not given up the idea of having James 
A. Farrell, president of the United States Steel Corporation, as 
chairman of the Shipping Board, and if Mr. Farrell will accept 

‘the place, it is understood, the President will name him. It is 
also understood that Admiral Benson probably will be one of 
the nominees. Representative Frank S. Scott, of Michigan, has 
been mentioned as a prospective member of the board. Mr. Scott 
believes that government operation of ships should be terminated 
as soon as possible. 

A mild degree of wonder prevailed after the end of the ses- 
sion on March 12 as to why President Harding did not announce 
the recess appointment of Commissioner Esch. A possible ex- 
planation is that if a president announces an intention to ap- 
point suc hand such a man when the Senate meets again, the 
announcement is the signal for the application of pressure to 
make him change his mind. By not announcing a conclusion, 
if he has reached'one, a president saves himself from that kind 
of pressure. 

Since the report that the inter-mountain senators had 
switched from Frank Haganbarth, of Utah, to J. B. Campbell, 
of Spokane, as another representative from the Rocky Moun- 
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tain country, Commissioner Hall being the only one from that 
part now, reports have become current that the Presideni jis 
seriously thinking of former Representative Cooper, of Ohio, a 
former locomotive engineer, as a member acceptable to organ- 
ized labor, and Former Senator Gore, of Oklahoma, as a Dem- 
ocrat and representative from the southwest. Charles E. Wall- 
ington of Toledo, a commerce attorney, who was once president 
of the Toledo Traffic Club, has also been mentioned. Cooper 
and Gore are not traffic men. They would have to learn the 
business of the Commission from the ground up. Wallington 
is an industrial traffic man, turned lawyer, specializing in traf- 
fic cases. 

If Cooper becomes a member of the Commission, the big 
brotherhoods will have two members of the Commission, 
Chairman Clark being the other. Clark was a railroad con- 
ductor. Cooper was an engineer. There is considerable jeal- 
ousy at all times between the four big brotherhoods and the 
other labor organizations. The younger organizations, at times, 
have intimated that the “big four” are inclined to take all the 
public offices appointing officials think should be given 
to representatives of labor and demand so large a share of the 
operating revenues of the carriers that there is little left for 
other classes of employes. 

When the Senate re-convenes, Senator LaFollette is ex- 
pected to use the nomination of Commissioner Esch as a 
method for determining how he stands at the White House 
with regard to patronage to be distributed in Wisconsin. Four 
or five large offices are to be given to Wisconsin men. The 
question will be whether President Harding will insist on har- 
mony between Senators LaFollette and Lenroot before he will 
appoint any Republicans to fill the offices in Wisconsin now 
filled by Democrats, or whether he will give some to LaFollette 
without regard to Lenroot and some to the latter without re- 
gard to the wishes of LaFollette, or whether he will give all 
the appointments to Lenroot, or whether he will disregard both 
senators and make his selections without regard to them. The 
Lenroot people believe that LaFollette did everything possible 
to defeat Lenroot and Esch. Lenroot won but Esch was de- 
feated in the primary. 

There is no thought that LaFollette can do more than de- 
lay the confirmation of Esch, but while he is holding up that 
nomination, it is believed he will try to find out how he stands 
at the White House with respect to other patronage. His op- 
position can also be based on the fact that he voted against 
the Esch-Cummins bill and therefore cannot be expected to be 
enthusiastic for the administration of that measure, although, 
as a matter of fact, Esch was not enthusiastic for the Cum- 
mins part of the bill which comprises section 15 (a), commonly 
known as the Warfield plan. 


Commissioner Esch has been assigned to division No. 2 to 
fill the vacancy created by the retirement of Commissioner 
Woolley. The vacancy was filled ad interim by Commissioner 
McChord. The second division, broadly speaking, has to do 
with the rate regulating powers of the Commission, its earliest 
work. It has charge of the sixth section, which covers the filing 
and interpretation of tariffs and the issuance of permits to dis- 
regard the section itself and the rules promulgated thereunder; 
the fourth section; the special docket on which the Commission 
places those cases it hopes to dispose of without formal pro- 
ceedings; the prescribing of rules and regulations for the trans- 
portation of explosives and other dangerous articles; released 
rate orders, and the suspension of tariffs or individual rates 
under the authority granted in paragraph seven of the fifteenth 
section. 


Commissioner Esch actually began his work as a member of 
the regulating body Saturday morning, April 2, after making calls 


on his colleagues, nearly all of whom he had met some time or. 


another during his long service on the House committee on inter- 
state and foreign commerce. The routine of the Commission, 
before the new member had time to wonder how he would begil 
his work, put on his desk a copy of all the matters to be brought 
up in the conference of the commissioners on Monday, April 4. 


Stacks of memoranda were laid upon his desk, not, however, 
with the injunction to “sign here” or the notation “for your in- 
formation,” but with the plain implication that he was to read 
and be prepared in two days to vote on the question at issue. 


Immediately Mr. Esch learned that there is a difference 
between the making of laws and their interpretation and en 
forcement. He laughingly admitted that there was considerable 
difference in saying what somebody should do and interpret- 
ing the language used in telling that somebody what he must do. 


Mr. Esch, contrary to custom, did not take the oath of office 
in Washington, but appeared before a notary while he was at 
LaCrosse, Wis., and subscribed to the oath required by statute 
for officials of the United States, so he was a commissioner whet 
he appeared at the office of Secretary McGinty. Accompanied 
by the secretary the new commissioner called upon his colleagues 
and then sat down to read some of the things on which he was 
expected to vote at the conference of the commissioners 02 
April 4. 
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INCREASED RAIL-AND-WATER RATES 


A finding that the carriers have not justified the proposed 
increases has been made in I. and S. No. 1267, Class and Com- 
modity Rates between Ohio River Crossings and Cumberland 
River Landings, opinion No. 6741, 61 I. C. C. 10-15. The sus- 
pended tariffs, filed chiefly for the benefit of the Cumberland 
Transportation Company, operating boats on the Cumberland 
river, are to be cancelled on or before May 27. The points be- 
tween which the increased rates were to apply are Cincinnati, 
Evansville, New Albany, Jeffersonville, Louisville, Lexington, 
Nicholasville, Wilmore, Danville, Junction City, and Oneida on 
the one hand, and landings on the Cumberland below Burnside 
to and including Meyer’s Landing, Tenn., in connection with 
the boat line. 

The increases were to be accomplished in two ways—first, 
by increasing the amounts to the first landings, and, second, by 
changing the groups, establishing four instead of two groups. 
The justification was the heavy increase in operating expenses 
and the declaration that the boat company could not stand any 
further increase in its deficit which, it was testified, amounted 
to about $10,000 a year. 

In disposing of the case the Commission said it was admitted 
at the hearing that the boat company was buying materials and 
supplies in 1920 at less than the average prices shown in its 
exhibits. The Commission also observed that while it had re- 
ceived no annual reports from the company since 1916, it had a 
return showing that in 1919 the net of the boat company was 
$4,842. 

According to the report of the Commission, the boat line 
and the Queen & Crescent have an arrangement for the inter- 
change of traffic whereby the boat line has the use of facilities at 
Burnside, Ky., which were formerly reserved for the exclusive 
use of the Burnside line, which is no longer operating boats on 
the Cumberland river. No report as to the divisions of the 
joint rates was furnished by the two carriers. Nor was any 
evidence submitted, the report said, as to the cost of the inter- 
change of freight at Burnside, although the declaration was 
made that the cost of interchange was greater than the cost of 
the local service. 

Attention was directed by the Commission’s report to the 
fact that the boat line proposed to cancel, from certain rail-line 
points to group landings, commodity rates on agricultural im- 
plements, boilers, and engines, canned goods, egg cases, grain 
and grain products and machinery, leaving the higher class 
rates in effect; also on iron and steel articles; on brick and 
wagons and other commodities, leaving the higher class rates 
to apply. They further proposed to cancel, from group landings 
to rail-line points, commodity rates on corn, fruit and water- 
melons, leaving the higher class rates to apply from the points 
that might be served by railroad. They also proposed to can- 
cel carload ratings on the theory that the movement in carloads 
being only occasional, there was no real need for them. Pro- 
testants suggested that the fact that the carload ratings are 
sometimes used was the reason for leaving them in the tariffs. 

No justification, the Commission further remarked. was 
offered for proposed changes in rules relating to the application 
of rates to intermediate landings, minimum charges on less- 
than-carload shipments. 


SCRAP IRON AND IRON TURNINGS 


The Commission has dismissed No. 10972, Joseph L. Lieber- 
man Iron Co. vs. Wabash et al., opinion No. 6744, 61 I. C. C. 
21-2, holding that the rate on 20 carloads of scrap iron and 
Iron turnings from Detroit to Granite City, Ill., and St. Louis 
was legally applicable. 

The case turned entirely on an interpretation of the tariffs. 
The shipments were forwarded from Detroit via the Michigan 
Central, the Grand Trunk and the Detroit & Toledo Shore Line 
in August and November, 1916. The bills of lading read “via 
Wabash.” Although the Wabash reaches Detroit, none of the 
traffic was given to it at that point. The Wabash delivered all 
the shipments at destination. The complaint alleged violation 
of the first three sections but no testimony was offered in sup- 
port of that. The contention was that inasmuch as the Wabash 
tariff showed a rate of $2.10 from Detroit to the destination and 
that the Wabash was shown as a concurring carrier in the 
tariffs of the Grand Trunk, Michigan Central and Shore Line, 


that rate should have been protected. The complainant pointed 
to Nealy & Towle vs. C. & N. W. (43 I. C. C. 83), in which the 
North Western was required to protect a rate on horses from 


South Omaha to Wausau. 

_ The Commission made short work of that case in connec- 
on with this one by pointing out that the North Western, in 
that case, received the traffic at point of origin while in this 
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case the Wabash was not in possession of the property at point 
of origin. Therefore it said the tariffs of the carriers to which 
the property was delivered were the applicable ones. The 
Commission, after discussing the various forms of concurrences, 
pointed out that the Grand Trunk and Shore Line concurrences 
were in rates “to and via” the Wabash and not from points on 
that carrier’s rails. The Michigan Central concurrence was 
limited so as not to make it a party to rates from points on 
the Wabash. 


RATE ON IRON ORE 


Without deciding whether the service was a road-haul or 
a switching movement, the Commission, in a report written by 
Chairman Clark on No. 11476, Pequest Company vs. Director- 
General, as agent, opinion No. 6742, 61 I. C. C. 16-17, has con- 
demned as unreasonable (and ordered reparation) a rate of 60 
cents per long ton, on iron ore, from the interchange tracks of 
the Pohatcong Railroad to Oxford Furnace, N. J. The move- 
ments in question were made between August 1 and August 15, 
1919, the distance being 5,880 feet. The rate charged was four 
times that in effect prior to June 1, 1917, and double that in 
effect between June 1, 1917, and June 25, 1918, when Generai 
Order No. 28 made it 60 cents a ton. 

Contemporaneously the D. L. & W., the line-haul carrier, 
maintained a rate of $5 a car on limestone between the same 
points. On August 26, 1919, it reduced the rate on iron ore to 
$7.50 a car, so the only question was that of reparation for the 
movement in the first half of August, 1919. The Director-Gen- 
eral, in his defense, said the ore was carried, not by switch en- 
gines, but by “extra” trains whenever there was enough ore 
to be taken from the Pohatcong interchange tracks. No at- 
tempt was made to show the cost of the service. 

The finding makes no mention of the issue, as to whether 
it was a road-haul or a switching movement, but says the 
charges were unreasonable to the extent they exceeded $7.50 
per car. . 


RATES ON SLUDGE ACID 


The Commission, in a report on No. 11219, Sinclair Refin- 
ing Co. vs. A. T. & S. F. et al., opinion No. 67438, 61 I. C. C. 
18-20, has condemned, as unreasonable, rates on spent sulphuric 
or sludge acid, ranging from 17 to 38 cents, from Arkansas City, 
Eldorado, Augusta, and Wichita to Coffeyville, Kan., moving be- 
tween June 25, 1917, and December 4, 1918. It held them un- 
reasonable because and to the extent that they exceeded 10 cents 
prior to June 25, 1918, and 12.5 cents thereafter. Reparation is 
to be made to the bases of those rates. The rates to which 
reparation is to be made are those suggested by the complaining 
oil company. It asked for the establishment of the 10-cent rate 
prior to the movement of the acid. Sludge rates to Kansas City 
from Kansas points averaged, at the time of the movement about 
55 per cent of the rates on the unspent acid, and between Okla- 
homa and Kansas points a little more than fifty per cent of the 
rates on sulphuric acid, full strength. 

The Commission said that while sludge acid in tank cars 
is a low-grade commodity the ton-mile on the condemned rates 
was greater than the ton-mile average on all commodities. The 
present rate of 12.5 cents on sludge between the points in ques- 
tion, the report said, are about 58 per cent of the rates on 
sulphuric acid in the same or in the opposite direction. ; 


A holding of undue prejudice, with an order showing how 
it is to be removed, has been made in a report on No. 10591, 
W. H. Barber Company vs. Atlantic Coast Line et al., opinion 
No. 6745, 61 I. C. C. 23-28, with respect to rates on rosin and 
turpentine from Perry, Athena, Carbur, and Salem, Fla., to Chi- 
cago, St. Paul, Minneapolis, and other points in Illinois, Wis- 
consin, Iowa and states farther west. The Commission said they 
were not unreasonable but unduly prejudicial against the points 
of origin mentioned and unduly preferential of Jacksonville. 

The decision amounts to a condemnation of the usual method 
of making rates from Florida points of origin to destination, 
which is to take the full combination on Jacksonville. In this 
instance the rates on rosin and turpentine from the points of 
origin to Jacksonville were rates on barrels moving in box cars 
while the transportation beyond Jacksonville is in tank cars. 
The carriers showed that the local rates up to Jacksonville com- 
pared favorably with the distance rates prescribed on naval 
stores for like distances in other states, by the state authorities.., 
The Commission’s answer to that was that the traffic carried on 
them did not move through Jacksonville, and that the local 
rates were not separately assailed in this complaint, the objec- 
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tion being to the through charges in which the full locals 
figured as factors. The carriers said that the tank cars did 
not afford them a loaded haul in the reverse direction, while 
some of the box cars were sent back loaded. 

Complainants suggested an adjustment of the rates on naval 
stores form the points of origin in question similar to that 
ordered from the same general territory on lumber, namely, 
arbitraries over Jacksonville. In the case of lumber that arbi- 
trary is one cent. That handling of the lumber rate adjustment 
was a departure from the custom of carriers in making rates 
from Florida, that of full combination on Jacksonville, even if 
the traffic did not move through that point. 

Prior to the hearing the carriers offered, although not con- 
ceding the rates to be unreasonable, to establish specific joint 
rates from Perry, Athena, Carbur and Salem, on rosin, three cents 
higher than the rates from Quitman, Ga., and six cents higher 
on turpentine than the rates from Quitman. 

The Commission, instead of taking that basis, said that the 
rates should be made, on or before June 29, three cents higher 
on rosin and six cents higher on turpentine, than the rates from 
Jacksonville. Reparation was denied on the ground that there 
was no specific proof of damage. 


FUEL OIL IN FLORIDA 


The Commission has dismissed No. 10862, International 
Agricultural Corporation et al. vs. Seaboard Air Line et al., 
opinion No. 6729, 60 I. C. C. 726-32, holding that the rates on 
fuel oil, in tank cars, from Tampa and Port Tampa, to destina- 
tions in the phosphate rock district of the Bone Valley in Florida 
had not been shown to be unreasonable. Commissioner Aitchi- 
son wrote a long report detailing the history of the increases 
in the low rate established on fuel oil in 1902 when the miners 
of phosphate rock had nearly exhausted the supply of wood in 
that part of the state. The Plant railroad then made a blanket 
rate of sixty cents a ton on fuel oil. The rate on coal exclusive 
of handling charges at the ports was about 60 cents a ton and 
that fact, the report suggests, may have influenced the estab- 
lishment of that low rate. The rate was increased in July, 
1902, to 64.5 cents per ton, the addition being made to cover 
the mileage allowance that had to be made on the tank cars. 
The rate at present is $1.50 per ton. There is a loaded move- 
ment in both directions in the tank cars. On that account the 
complainants contended that any rate in excess of 80 cents a 
ton was unreasonable. 

Commissioner Aitchison discussed the earnings under the 
$1.50 rate and came to the conclusion that it had not been shown 
to be unreasonable, although greatly increased in percentage. 
The case was brought on the theory that, while the rail rates 
are wholly intrastate, the traffic is part of the interstate and 
foreign commerce of the country and therefore subject to the 
jurisdiction of the Commission. The Commission agreed that 
it had jurisdiction. 


DECIDUOUS AND CITRUS FRUITS 


In a report by Commissioner Aitchison on No. 10882, Ryan 
Fruit Co. et al vs. Southern Pacific et al, opinion No. 6730, 60 
I. C. C. 733-6, the Commission condemned as unreasonable, be- 
cause in excess of the aggregate of the intermediates, rates on 
deciduous and citrus fruits from group 1 points in California, 
as designated in Pacific Freight Bureau I. C. C. 167, to Salt 
Lake City and Ogden. Prior to June 25, 1918, the rates were 
$1 plus the locals from points outside the group. The attack, 
however, was confined to the $1 rate, which under General Order 
No. 28 became $1.25. 

Contemporaneously there were combinations of class C rates 
via Ola and Tecoma, Nev., of 99 and 98 cents. The railroads 
contended, however, that in the absence of a joint through 
class C rate, the tariff forbade the use of the combination. The 
$1 rate was a commodity rate wholly in line with the maximum 
permitted by the Commission Commercial Club, Salt Lake City, 
ve. 4. TF. 6S. ¥.,.130 L C.. €. 236. 

Commissioner Aitchison said that notwithstanding the con- 
tentions of the carriers it was possible for a shipper to forward 
a car of fruit via Ola or Tecoma and get the benefit of the two 
class C rates and that that brought them within the rule of the 
fourth section, tariff restrictions to the contrary notwithstand- 
ing. He said that other than than the fact that the through 
rate was in excess of the aggregate of the intermediates, nothing 
could be said against the through charges. The record, he said, 
did not show them unreasonable. The record also failed to 
disclose any justification of the rule of the fourth section. 

The carriers are to publish a through rate or rates not in 
excess of the aggregate of the intermediates on or before June 
25 and make reparation to the basis of the aggregates. 


MILLER’S CREEK R. R. COMMON CARRIER 


In a report written by Commissioner Meyer on No. 10987, 
- Consolidation Coal Co. vs. Chesapeake & Ohio et al., opinion No. 
6739, 60 I. C. C. 763-8, the Commission again condemned the 
policy of the principal defendant, which is to restrict its group 
rates on coal so that they will apply only from mines on its own 
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rails or from its own rails and such connections as it deems, 
for one reason or another, as entitled to joint rates. 

The status of the Miller’s Creek Railroad became pertinent 
in this case because it is a little road about five miles long, near 
Johnson, Ky., built and operated by the complainant but owned, 
since January 1, 1918, by the Baltimore & Ohio, which has paid 
its deficits since that time. Negotiations looking to the transfer 
of the road to the B. & O. were begun in 1912. During federal 
control the complainant operated the Miller’s Creek road because 
it was not retained under federal control and the B. & O. did 
not wish to establish a separate organization for it. While the 
road does not do all the things a larger road does, it makes 
reports to the state and federal authorities and is not a pro- 
prietary road in any sense of the word. 

Under the decision announced in this case it is held to be 
a common carrier and the Consolidation Coal Company is en- 
titled to the group five Big Sandy district rates established by 
the Chesapeake & Ohio just as if its mines were on the rails of 
the C. & O. From February 3, 1910, to February 1, 1912, the 
switching charge of $2.50 per car of the Miller’s Creek road was 
absorbed. Because the cancellation of the absorption took place 
after 1910, Commissioner Meyer said the burden of justifying the 
increase in the rate was upon the defendant. The justification 
offered was the policy of the C. & O. not to make arrangements 
calling for a division of its rates with small independent roads. 
It contends that its rates are so low that it cannot afford to 
divide them. It defended division of rates with the Sandy Valley 
& Elkhorn and the Long Ford roads on the ground that they 
were under federal control, whereas the Miller’s Creek was not. 

Against the protest of the C. & O. and upon the application 
of the complainant, the district or group rates were made 
applicable from and after October 6, 1919. For two years prior 
to that time the complainant, selling coal under the prices fixed 
by the Fuel Administration, did not have to assume any of the 
transportation charges, so it was not interested in the fact that 
the charges of the Miller’s Creek road were added to the junc- 
tion point rates. 


RATES ON GROUND LIMESTONE 


Application of the old rule, that undue prejudice cannot be 
founded on the fact that one railroad makes a lower rate than 
another to a common destination, is made in a report on No. 
11302, Stone Products Co. vs. A, T. & S. F. et al., opinion No. 
6751, 61 I. C. C. 51-4. Its application resulted in the dismissal 
of the complaint on a holding that the rate on ground limestone, 
from Bedford, Ind., to Streator, Ill., was not unreasonable or 
unduly prejudicial. 

The complainant attacked a rate of 9 cents per 100 pounds 
from Bedford to Streator as unduly prejudicial in comparison 
with a rate of $1.20 per ton from Alton to Streator. These rates 
do not include the increases made as a result of Ex Parte No. 74. 

The short-line routes from Bedford to Streator, over the 
Monon and the Chicago, Terre Haute & Southeastern, are 272 
and 275 miles, respectively. The Alton has two intrastate routes 
from Alton to Streator, one 195 and the other 206 miles long. 
Another route is via the Chicago, Peoria & St. Louis and the 
Santa Fe, 229 miles long. 

Prior to October 1, 1914, the rate on ground limestone from 
Bedford to Streator was $1.30. Under the five and fifteen per 
cent cases it became $1.60 and under General Order No. 28 it 
became $1.80. The Alton-Streator intrastate route rate did not 
move up under the fifteen per cent case. Prior to the effective 
date of the rates caused by the fifteen per cent case, the com- 
plainants sold their limestone to the glass and bottle factories 
at Streator in competition with the ground limestone from Alton. 
Since that time, however, the difference in the rates has kept 
it out of the Streator market. 

At the hearing it was brought out that under the Illinois 
scale the rates for the Bedford-Streator distances would be from 
$1.50 to $1.70, or from thirty to fifty cents higher than the rate 
for the Alton-Streator distance over the Alton’s single-line haul. 

The complainant suggested that the spread of 60 cents a 
ton now in effect should be decreased to twenty or thirty cents 
per ton, preferably by increasing the Alton rate somewhat and 
decreasing the Bedford rate a little. 

Illinois scales were introduced to show a relatively higher 
basis of rates in Indiana. The principal witness for the defend- 
ants testified that the rates on ground limestone from Bedford 
to destinations in Indiana, Illinois and other states were origi- 
nally made approximately 60 per cent of the sixth class rate. 
The five and fifteen per cent cases and General Order No. 28 
disturbed that relationship to sixth class and that now the Bed- 
ford rates are somewhat less than 60 per cent of sixth. The 
defendants showed the Commission, and it so held, that the 
Bedford-Streator rates are properly aligned with other rates from 
the Bedford district to destinations in Indiana, Illinois and Ohio; 
also that the ton-mile and car-mile earnings to destinations 10 
Illinois are as high as to destinations in Ohio. 

The Commission said that to increase the Alton-Streator 
rate would simply cause the traffic to move from other points 
to Streator. The railroads contend that, in view of the fact 
that the Bedford-Streator route is over two lines under more 
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difficult operating conditions, the Alton-Streator and the Bedford- 
Streator rates are both reasonable. 

With regard to undue prejudice, the Commission pointed out 
that while the Alton-Streator rate is on a slightly lower basis 
than the Bedford-Streator rate, the line-haul carriers from Alton 
to Streator do not participate in the line haul from Bedford to 
Streator and are not responsible for the rate to which objection 
is made. Conversely, the line-haul carriers from Bedford to 
Streator are not responsible for the rate from Alton to Streator. 

In disposing of that phase of the case the Commission called 
attention to the fact that in the iron ore rate cases (41 I. C..C. 
181-90) it said that “it is a well established principle that undue 
prejudice or preference may not be said to exist as between 
shippers or communities unless the same carrier serves them 
or participates in their traffic, and the transportation conditions 
are shown to be substantially similar.” 


RATES ON FRESH MEATS, ETC. 


Holding that the rates had not been shown to be unreason- 
able, the Commission has dismissed No. 11620, Swift & Co. et al. 
ys. Canadian Railways, Director General, et al., opinion No. 
6734, 60 I. C. C. 747-9. The allegation was that the rates on 
fresh meats and packing house products and miscellaneous com- 
modities between Winnipeg and Alberta, on the one hand, and 
numerous points to the south and east on the other, including 
St. Paul, Chicago, Omaha and New York, between June 25, 1918, 
and February 1, 1919, were unjust and unreasonable. The com- 
plainants contended that the 25 per cent increase in so far as it 
pertained to the haul in the United States should have been 
based on the rates in effect prior to the 15 per cent increase, 
instead of the rates in effect on June 24, because that was the 
basis on which the railroad commissioners in Canada first per- 
mitted increases for the hauls in Canada. 


RATES ON PEANUT OIL 


The Commission has dismissed No. 11422, Procter & Gamble 
Co. vs. Director-General, as agent, opinion No. 6736, 60 I. C. C. 
757-8, on a holding that the rates on peanut oil from Suffolk, 
Va. to Macon, Ga., were not unreasonable or unduly prejudicial. 
While no exceptions were filed to the report of the examiner, the 
Commission reached a conclusion unlike that reached by the 
examiner. The latter recommended a finding that a rate of 
36 cents would have been reasonable. The northbound rate was 
32.5 cents but the examiner thought the southbound might well 
be a bit higher. The Commission, however, made the south- 
bound rate the same as the northbound. On the shipments in 
question the complainant paid 95 cents on less than carloads and 
54 cents in carloads. Commissioner Eastman, in a dissent, 
pointed out that there were no exceptions to the report either by 
the carrier or the complainant and added his opinion that there 
was insufficient reason for overturning the recommendation of 
the examiner, to which neither side excepted. 


HAIR, WOOL, COTTON PRESS CLOTH 


On a full record as to hair or wool and cotton press cloths, 
made in No. 10790, Interstate Cotton Seed Crushers’ Association 
vs. Alabama & Vicksburg et al., opinion No. 6740, 61 I. C. C. 1-9, 
the Commission has held that the imposition of first class rates, 
any-quantity, on hair or wool and cotton press cloth, from Bos- 
ton, New York, Philadelphia and related points, to Texas and to 
the southeast, from Houston, Texas to points in the southeast, 
and between points in the southeast, is not unreasonable as: to 
less than carload quantities, but unreasonable as to carload 
quantities. Third class in carloads, minimum 30,000, subject 
to rule 34 of the Consolidated Classification is to be established 
on or before July 9. 

The decision is a reversal of the finding in No. 9236, Oriental 

Textile Mills vs. Alabama & Vicksburg, 48 I. C. C. 31, in which 
the prayer was for carload ratings to Atlanta and other points 
in the southeast. The Commission in that case said that it 
would be unfair to single out Atlanta as the point to which car- 
load rates would apply. At that time cotton press cloth took 
fourth class, in carloads, but the hair or wool cloth took first 
class. On August 15, 1920, the rating on cotton press cloth was 
increased to first class any-quantity because cotton and hair or 
wool press cloth come into competition, although the first men- 
tioned kind is supposed to be better. 
_ The defendants took the position that there was no necessity 
for a carload rating because the movement in carload quantities 
is so small, and further because the establishment of a carload 
rating would put the big mills at an advantage over the smaller 
ones, 

Commissioner Aitchison pointed out that the small volume 
argument was not very weighty in view of the fact that there 
are carload ratings on baseball bats, bird seed, fossils, human 
bones, confetti, clay smoking pipes and pyrographic wooden 
novelties on which the movement is smaller. 

Press cloths are used by all the vegetable oil mills; by the 
backers for separating fats; manufacturers of dyes; in the 
Separation, by filtration, of minerals; and in the refinement of 
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sugar and chocolate. Press cloth is the raw material from which 
the cloths or mats are cut. More than 5,000,000 pounds are 
annually shipped from the mills that specialize in the manufac- 
ture of that kind of textiles. 


IRON AND STEEL, TEX. TO LA. 


The Commission, in a report on I. and S. No. 1254, Iron 
and Steel Articles from Galveston and Houston to Louisiana, 
has ordered the carriers to cancel the suspended schedules on 
or before May 6. The report was put out in mimeographed 
form without paging or opinion number, on account of the 
necessity for the Commission to act before the expiration of 
the suspension date. The carriers, the report said, made no 
effort to justify the cancellation of a routing rule applicable on 
iron and steel articles from Houston and Galveston to that part 
of Louisiana west of the Mississippi. 

The effect of the cancellation is to leave in operation the 
rule established September 21, 1920, whereby, where there are 
two routes, the traffic may be forwarded over either route, at 
the lowest rate, with rates to intermediate points not exceed- 
ing the distance scale or the combination of locals. The rule 
that was proposed as a substitute provided merely that if the 
routes lay through Beaumont or Orange, the rates available 
from Houston would also apply from Beaumont and Orange. 
No explanation as to the purpose to be served was made in con- 
nection with the case. 


RATES ON PIPE AND FITTINGS 


Findings of unreasonableness and awards of reparation have 
been made in No. 10771, United Iron Works Co. vs. A. T. & 
S. F. et al., and about twenty cases grouped therewith, opinion 
No. 6747, 61 I. C. C. 33-42. The Commission held that rates on 
iron pipe fittings from Okmulgee, Okla., to destinations in Mis- 
souri, especially St. Louis, Illinois, Kansas and Texas, since 
1917, were and are unreasonable and unduly prejudicial against 
the complainant, which ships from Okmulgee in competition 
with manufacturers in St. Louis and east thereof. The Commis- 
sion further held that the rates on wrought iron pipe from 
points in Oklahoma, especially Okmulgee, to destinations in 
Texas, especially the Fort Worth-Dallas group, were and are 
unreasonable. Reparation is to be made on account of both 
sets of unreasonable rates. . The beneficiaries will be the Roxana 
Petroleum Company, Frick-Reid Supply Company, McCann Oil 
& Gas Company, Sinclair-Gulf Pipe Line Company and the Sin- 
clair-Gulf Oil Company. 

The gravaman of the complaints was that while the carriers 
on pipe and fittings from the east maintained commodity rates 
materially less than fifth class, they exacted fifth class on pipe 
and fittings from Okmulgee to the east and from Okmulgee into 
Texas. In addition, the carriers made westbound commodity 
rates through Okmulgee higher than the rates from Okmulgee, 
in violation of the fourth section. 

The fifth class rates applied on a minimum of 40,000 pounds, 
while the lower commodity rates applied on a minimum of 
46,000 pounds. The complainants, however, expressed willing- 
ness to pay on the higher minimum if they were but given 
commodity rates as low as their competitors. 

The carriers are required to establish rates, on or before 
July 1, as follows: Okmulgee to the Dallas-Fort Worth group, 
40 cents on a 46,000-pound minimum, subject to the increases 
in Ex Parte No. 74; from Okmulgee to Dallas-Fort Worth, to 
Texas common points, Galveston and Houston not more than 
9 cents less than the contemporaneous rates from St. Louis; and 
from Cushing, Okla., to Graford, Tex., 40 cents; from Quay, 
Okla., to Burkburnett and Wichita Falls, Tex., 40 cents; from 
Cleveland, Okla., to Wichita Falls and Mag, Tex., 40 cents; from 
Tribby and Hennessey, Okla., to Ranger, Tex., 40 cents; from 
Hennessey, Okla., to Olden, Tex., 40 cents; and from Shamrock, 
Okla., to Ranger, Tex., 47.5 cents, subject to a minimum weight 
of 46,000 pounds and to the increases authorized in Increased 
Rates, 1920. 


BASIS FOR COAL RATES PRESCRIBED 


In a report on No, 6194, Holmes & Hallowell Co. vs. Great 
Northern et al., No. 7895, Traffic Bureau of the Commercial Club 
of Aberdeen, S. D., vs. Great Northern, and the hundreds of 
related cases and sub-numbers, opinion No. 6723, 60 I. C. C. 
687-714, the Commission wiped out of existence the remnants 
of the commodity scales enacted by the Minnesota legislature 
in 1907. It did that by prescribing a mileage scale of rates 
applicable on hard and soft coal from the head of the lakes 
to destinations in Minnesota and the two Dakotas, which is to 
become operative on or before July 6, plus the 35 per cent in- 
crease allowed in Ex Parte No. 74. The scale, for the maximum 
distance of 625-50 miles, allows a rate of $3.85 on soft coal and 
$4 on hard coal, with rates on coke and briquets made in the 
customary relation to the rates on coal. 

Under the decision in this case the rate on soft coal from 
head of the lakes to the farthest point therefrom becomes $5.20. 
In terms the Commission prescribed rates for application to 
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anthracite fifteen cents a ton higher than on soft coal. Under 
that rule, if the fifteen-cent-per-ton arbitrary is observed, the 
rate on hard coal for the maximum distance cannot exceed $5.35. 
If the straight percentage rule of Ex Parte No. 74 is observed, 
the rate for the maximum distance on hard coal will become 
$5.40. The Commission said nothing about the difference result- 
ing from the promulgation of conflicting rules. Application of 
the percentage rule to some of the shorter distances would give 
the carriers less than fifteen cents over soft on hard coal. 

Some testimony showed that the average haul, when the 
rates were lower, was about 312 miles. For traffic moving the 
average distance, the rates for the future will be $2.45 and $2.60 
plus 35 per cent. The rate for the minimum distance, thirty 
miles and under, is 80 cents per ton on each variety. The arbi- 
trary begins on rates for hauls of over forty but not more than 
fifty miles. 

This decision, written by Commissioner McChord, is sup- 
posed to put an end to a controversy that has raged since 1898. 
In that year a strong agitation was begun in Minnesota for a 
reduction in rates. The legislature, in 1903, made a reduction 
in rates. The agitation continued and three years later, the 
carriers, in an effort to head off more legislation, made a re- 
ducticn, but it did not have the effect the railroads wished it 
to have. In 1907 the Cashman law was enacted. The rates 
prescribed by it were enjoined and did not become operative 
until 1913, when the Supreme Court of the United States, in 
what is known as the Minnesota Rate case, laid down the law 
as being that the United States could go into a state and make 
rates in the discharge of its duty and power to regulate inter- 
state commerce, but that in this instance it had not done so. 
Therefore the Minnesota rates were put into effect. 

The decision in that case foreshadowed the decision in the 
Shreveport case, in which the Commission had held that it had 
the power to order the removal of discriminations against Lou- 
isiana and the shippers in Louisiana which the railroads had 
made in obedience to the orders of the legislature and railroad 
commission of Texas. The announced theory of the men re- 
sponsible for the framing and passage of the transportation act 
of 1920, in so far as it relates to the removal of discriminations 
by states, was that they were writing the rule in the Shreve- 
port case into the interstate commerce law. Under what they 
wrote the Commisison has ordered the removal of discrimina- 
tions caused by the failure of the authorities of those states to 
follow the rules, rates and principles laid down by it in Ex Parte 
No. 74. 

In a way of speaking, therefore, while the case is wholly 
confined to the rates on coal from the head of the lakes to 
destinations in Minnesota and the Dakotas, it completes the 
cycle, and, in theory, rounds out the doctrine laid down by the 
Supreme Court in Gibbons vs. Ogden, which, in itself, was the 
culmination of the controversy between New York and New 
Jersey over the navigation of the Hudson by the steamboat 
perfected by Fulton in 1807, just a century before the Minnesota 
legislature prescribed the rates that are to be eliminated on or 
before July 6. 

Two sets of cases were combined in this one report, al- 
though they were never formally joined. The ones bracketed 
with the Holmes & Hallowell case McChord called the Minne- 
sota cases. The others grouped under the Aberdeen case were 
known as the South Dakota cases. The mere enumeration of 
the cases under the titles occupied two and a half pages of 
small type in the Commission’s report, probably 150 or more. 
Substantially only one issue was involved; that is, whether the 
rates in effect are reasonable and non-discriminatory, and Com- 
missioner McChord disposed of them all on the theory that if 
he prescribed a reasonable scale for application from the points, 
at the head of the lakes where lake cargo coal is dumped on 
the northwestern docks, he would be discharging the duty of the 
Commission. 

The physical condition which made possible the creation 
of the two sets of cases disposed of in one report is that some 
of the carriers between Duluth and the Twin Cities have routes 
wholly in Minnesota; others have both state and interstate routes, 
and some have only interstate routes. The Minnesota law ap- 
plied to the wholly intrastate routes. Some of the interstate 
routes made rates to common points the same as the state rates. 
The result was confusion. The complainants asked for not only 
reasonable and non-discriminatory rates, but reparation as well. 
The Commission held the rates to be unreasonable as well as 
unduly prejudicial, but denied reparation. The complainants, 
the report said, admitted that no damage resulted from the un- 
due prejudice, and that in prescribing reasonable rates it was 
ordering both reductions and increases. In giving that as a 
reason for denying reparation, the Commission went back to its 
old reason, namely, that the carriers could not foresee what it 
would do in making a general revision such as this and there- 
fore should not be held responsible, in damages, for having failed 
to guess that such and such a rate would be held to be the 
reasonable charge for the service. 

Some of the complainants fought for the Minnesota scale 
rates, not because they were Minnesota rates, but because they 
thought that, in view of all the circumstances, they were rea- 
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sonable. The South Dakota complainants insisted that a straight 
mileage scale to all destinations in the eastern part of their 
state would be impracticable. The Commission, however, pre. 
scribed a scale which will be higher than the Minnesota scale 
would have been had it been inflated in accordance with the 
prior decisions of the Commission. Some rates in effect nov, 
the report said, were as low as those in 1898 or lower, but 
generally the rates were higher than those twenty years ago, 

As to the carriers having circuitous routes, the order of the 
Commission permits them to maintain higher rates at interme 
diate points, provided, however, that the rates at the interme. 
diate points do not exceed the rates prescribed in the scale for 
such distances. That means that when the maximum has been 
reached at an intermediate point it will be blanketed to the 
junction point with the more direct line. 








CHARGES ON OLD RAILS 

An order of dismissal has been made in No. 11157, Central 
Pennsylvania Lumber Co. vs. Pennsylvania Railroad et al., opin- 
ion No. 6727, 60 I. C. C. 723-4, the Commission holding that the 
sixth class rate on old rails, from Port Allegany, Pa., to Masten, 
Pa., in July and September, 1918, was not unreasonable. The 
complainant asked for a commodity rate, but could not wait for 
it to be published before making the shipments. The commodity 
rate established was $3.40 per ton. No shipments of old rails 
had ever before been made from Port Allegany and the carrier 
could not have anticipated the movement by the publication of 
a commodity rate in line with commodity rates on such a com- 
modity between other points where there had been movements. 


RATE ON SULPHURIC ACID 


A finding that the rates on sulphuric acid were unreason- 
able to the extent they exceeded 6.3 cents prior to June 25, 1918, 
and 8 cents after that date, has been made in a report on No, 
11161, Illiff-Bruff Chemical Co. vs. Chicago & Eastern Illinois 
et al., opinion No. 6726, 60 I. C. C. 720-22, as to shipments Dan- 
ville to Hoopeston, Ill. A rate of 9 cents was collected. Rep- 
aration is to be made to the basis of the rates held to be rea- 
sonable. 


AUTOMOBILE GUARD RAILS 


A finding of unreasonableness and an order of reparation 
have been made in No. 11548, Benjamin T. Crump Company Vs. 
Director-General, as agent, opinion No. 6738, 60 I. C. C. 761-2, on 
account of an unreasonable third rate of 57 cents on a carload 
of automobile mud guards from Milwaukee to Richmond, Va., 
shipped in April, 1918. The Commission held that a reasonable 
rate would have been fourth class at 39 cents and ordered repara- 
tion to that basis. The lower rating was put into effect last 
December. 


DEMURRAGE ON LUMBER 


The Commission has dismissed No. 11405, Lowry Lumber Co. 
vs. Boston & Maine, opinion No. 6732, 60 I. C. C. 739-40, holding 
that demurrage charges on a carload of lumber from Standard, 
La., to Maybrook, N. Y., held at that point for reconsignment to 
Newburyport, Mass., were not unreasonable or otherwise un- 
lawful. 


RATE ON SILICA SAND 


A finding of unreasonableness and an award of reparation, 
contrary to the recommendation of the examiner, have been made 
in No. 11342, Odell-Daly Material Co. vs. Missouri Pacific et al. 
opinion No. 6731, 60 I. C. C. 737-8. The Commission condemned 
as unreasonable a rate of 13.5 cents on silica sand from Guion, 
Ark., to Sapulpa, Okla., because and to the extent it exceeded a 
subsequently established rate of 11 cents. The shipper was 
promised a rate of 11 cents prior to the movement of the sand, 
but the carrier did not publish it until after the shipments be 
gan. The legally applicable rate was 31.5 cents, so the ship- 
ments were wonderfully undercharged. The record did not dis- 
close where or by whom the rate of 13.5 cents that was collected 
was found. 


IRON AND STEEL ARTICLES 


With Commissioner Hall dissenting, the Commission has 
awarded reparation on a finding of unreasonableness in No. 
11305, A. O. Anderson & Co. vs. Chicago & Northwestern et al., 
opinion No. 6756, 61 I. C. C. 64-6, as to the charges on iron and 
steel articles shipped in 1918, from steel producing points in 
Illinois and Pennsylvania to San Francisco and Seattle for ex 
port. Seventeen carloads of iron and steel articles, including 
rails, bars, band iron and nails, were shipped from Grand Cross- 
ing and Chicago, Ill., Ellwood City, Leechburg and Pittsburgh, 
Pa., to the Pacific ports mentioned. 

The shipments moved on domestic bills bearing the nota 
tion, “for export,’ or designating the ultimate destination. At 
the time of the movement the initial lines would accept iraffic 
for export only upon presentation of permits issued by the ter 
minal line, a prerequisite to the issue of such permits being 
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the reservation of vessel space for the movement beyond the 
ports. The shipments involved in this case were covered by 
the necessary permits. After they reached the ports ocean bills 
of lading were executed by the complainant in accordance with 
the reservation previously made and the stuff was exported 
without unusual delay. 

The rules provided in substance that export rates to San 
Francisco would apply only on freight originally consigned 
through with rail, port and ocean charges fully prepaid or guar- 
anteed from point of origin to a specific destination beyond the 
port of exit, such destination to be shown in the bill of lading 
issued at the time of shipment and for which through export 
pill was issued prior to arrival of freight at the port of exit. 
To Seattle it was provided, effective December 26, 1918, that the 
export rate would apply only on freight for which a through 
export bill had been issued in exchange for the original shipping 
receipt or domestic bill within 15 days from the date thereof. 

The complainant in this case did not comply with the terms 
of these rules either because of its negligence or ignorance on 
the part of its employes, or by reason of the commercial features 
of the transaction, the result being that the carriers assessed 
domestic rates, ranging from 65 cents to $1.25, plus terminal 
charges. Since the movement of the freight in this case the 
rules have been modified so as to permit the application of 
export rate plus specified terminal charges to shipments han- 
dled in the same manner as those under consideration in this 
case. The complainant did not attack the measure of the do- 
mestic rates as such. Its sole contention was that these ship- 
ments were in fact export, in the same manner as they would 
have been had the rules been obeyed; that the assessment of 
domestic rates was in the nature of a penalty for failure to 
comply with the rules, which compliance would not have caused 
any change in the method of handling; and that the charges 
were unreasonable because and to the extent that they exceeded 
those that would have accrued at the export rates plus terminal 
charges in accordance with the provisions of the subsequently 
filed tariffs. 

In justification the carriers said that these rules were estab- 
lished as an emergency measure to relieve the congestion at 
the ports and to assure the passage of exports without unneces- 
sary delay. They contended that the complainant had ample 
time and opportunity to comply with the rule and assert that 
event the higher domestic rates assessed were notoriously low. 

The Commission said that, conceding the necessity for the 
tules to prevent congestion, it appeared that these shipments 
did not contribute to the congestion at the ports any more than 
they would have done had there been a strict compliance with 
the rule. It said that the only result was the imposition of 
charges which in the circumstances were unreasonable in com- 
parison with those contemporaneously applicable to other export 
shipments handled in substantially the same manner, but in 
connection with which the formalities of the rule were observed. 

This report also covers No. 11307, W. R. Grace & Co. vs. 
C. B. & Q. et al.; No. 11307, Sub-No. 1, Same vs. Illinois Cen- 
tral: No. 11307, Sub-No, 2, China Agency & Trading Co. vs. 
A. T. & S. F. et al.; and No. 11308, Oriental Products Co., Inc., 
vs. C. M. & St. P. ot al. 

In his dissent Commissioner Hall said he doubted the sound- 
ness of the conclusions stated in the majority report. He said 
that conditions in 1918 compelled the carriers to adopt the rules 
under which the shipments moved. The statute, he said, re- 
quires that the tariff be strictly applied; therefore he thought 
the complaint should be dismissed. 


FT. WORTH BELT SWITCHING 


In a report on No. 11935, Swift & Co. et al. vs. Fort Worth & 
Denver City et al., opinion No. 6759, 61 I. C. C. 77-9, the Commis- 
sion has found not justified the increased through charges on 
interstate shipments to and from industries on the Fort Worth 
Belt Railway at Fort Worth under schedules which limited the 
amount of switching charges absorbed by the M. K. & T. and the 
Texas’ & Pacific. The specific finding is that the rates and 
charges between interstate destinations and industries and the 
stock yards served by the Belt at Fort Worth in connection with 
the two trunk line carriers mentioned, were unreasonable 
in the period between October 16, 1920, and January 24, 1921; 
and November 18, 1920, and January 11, 1921, inclusive, to the 
extent that they exceeded the line haul rate from and to Fort 
Worth to and from the same points on like traffic to the extent 
of 85 cents per car. The first of the two periods covers the time 
of non-absorption by the M. K. & T. and the second of the Texas 
& Pacific. The Commission said that no order for the future 
was deemed necessary, but that the proceedings would be held 
Open for proof with respect to reparation. 

This formal complaint was in the nature of an appendix to 
the Investigation and Suspension proceedings disposed of in 61 
I. C. C. 73, in which the Commission found that the respondents 
had not justified the increases resulting from the refusal of the 
Texas & Pacific and the M. K. & T. to absorb the switching 
charges of the Fort Worth Belt. 

The complaint contained a prayer for joint rates in lieu of 
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through rates out of which the switching charges would be ab- 
sorbed. It was made, the report said, so that shippers served 
by the Belt might not be subjected to increased charges in the 
future on account of controversies between the line haul carriers 
and the switching line as to the amount the Belt should receive 
for its services. The Commission said that while it must con- 
demn the attempt of the line haul carriers and the Belt to force 
an issue as to divisional arrangement in this manner it would 
not now require a change in the mere form of their tariff pub- 
lication to preclude a recurrence of such action. The through 
rates, it added, now provide for industry deliveries on the Belt. 


REPARATION ON ASPHALTUM 


An order of reparation has been made in No. 11594, Na- 
tional Asbestos Mfg. Co. vs. Central Railroad Co. of New Jersey 
et al., opinion No. 6752, 61 I. C. C. 54-5, on account of an unrea- 
sonable rate on asphalt, in the period of federal control from 
Bayonne, Constable Hook and Waters, N. J., to Jersey Avenue 
Station, Jersey City. A sixth class rate of 7 cents was applied 
on hauls ranging from 5.1 to 14 miles. The Commission held 
that it was unreasonable to the extent that it exceeded 5 cents. 
The defense of the carriers was that they had to move the traffic 
through congested yards involving a crossing of the Lehigh 
Valley yard tracks, which, they said, resulted in delay and in- 
convenience. On February 16, 1920, the railroads established a 
commodity rate of 5 cents from Bayonne and Constable Hook. 


PINEAPPLE STORAGE CHARGES 


A change in the policy of the French government, which 
caused the imposition of $916 of domestic storage charges on 747 
cases of preserved pineapple is not sufficient reason why the 
Director-General should be required to refund any of the money. 
That is the substance of the Commission’s decision in No. 11668, 
Manufacturers’ Export Clearing House vs. Director-General, as 
agent, opinion No. 6761, 61 I. C. C. 85-6, which has been dis- 
missed. Domestic storage was assessed at Boston on the pre- 
served pineapples, which had been shipped from New York for 
export. The pineapples were intended for export to France, but 
after their arrival at Mystic Wharf the French government de- 
creed that further shipments of luxuries, including preserved pine- 
apples, should be prohibited entry into France. Complainant sold 
the pineapples in the Boston’ market for domestic consumption and 
filed the complaint alleging that the charges were unjust and 
unreasonable. The complainant contended that as the shipment 
was originally intended for export the export instead of the 
domestic storage charges should have been assessed. He ad- 
mitted that the Director-General was in no way responsible for 
the delay which caused the charges to accrue. The complainant 
contended that the domestic charges were not unreasonable per 
se, but were made unreasonable by reason of the fact that they 
were imposed on a shipment intended originally tor export and 
converted into a domestic shipment through no fault of its own. 








RATE ON LIMESTONE 


The Commission has dismissed No. 11539, Pittsburgh Cruci- 
ble Steel Co. vs. Pennsylvania et al., opinion No. 6753, 61 I. C. C. 
56-7, holding that a rate of $2.20 per ton on limestone from 
Williamson, Pa., to Midland, Pa., in the early part of June, 1918, 
was not unreasonable. After the movement a rate of $1.80, 
equivalent to $1.20 prior to the effective date of General Order 
No. 28, was established. At the time of the movement there 
was a rate of $1.20 from Bunker Hill to Midland via Harrisburg, 
the route over which the limestone from Williamson was moved. 
Williamson, however, was on a branch line and no limestone 
was ever moved from that point until June, 1918, when an emer- 
gency shipment was made. The Commission called attention 
to the fact that on the $2.20 rate the ton-mile earnings was only 
5.7 mills. 


DEMURRAGE ON LUMBER 


An order of dismissal has been made in No. 11583, Hewitt- 
Lea-Funck Co. vs. Oregon-Washington R. R. & Nav. Co., Director- 
General, et al., opinion No. 6750, 61 I. C. C. 49-50, on a holding 
that the demurrage charges on a carload of lumber at Eagle, 
Colo., were not unreasonable or otherwise unlawful. 


PAYMENTS TO RAILROADS 
The Trafic World Washington Bureau 


Total payments to railroads since February 26 under the 
amended guaranty provisions of the transportation act amounted 
to $103,946,990.05 on April 5, according to a statement issued by 
the Treasury Department. The advances under the guaranty 
totaled $263,195,874 and final settlements (one to date), $1,311,- 
700.63, making the grand total to date paid out under the guar- 
anty, $368,454,564.68. Assuming that the total needed to make 
good the guaranty is approximately $600,000,000, as has been 
estimated, there still remains unpaid approximately $231,000,000. 

Payment of $455,000 to the Wheeling & Lake Erie and $10,000 
to the Bennettsville & Cheraw Railroad Company on partial pay- 
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ment certificates issued by the Commission was announced by 
the Treasury April 5. 

The Commission, April 6, announced the following partial 
payment certificates: Pittsburgh, Cincinnati, Chicago & St. Louis, 
$4,000,000; San Antonio & Aransas Pass, $475,000; Charleston 
Terminal Company, $50,000. 

The Commission, in issuing a partial payment certificate to 
the Gulf, Florida & Alabama, April 6, found that the carrier 
was entitled to $370,000, but that it owed the government $356,- 
360.45 on account of traffic balances and other indebtedness 
incurred during federal control, leaving $13,639.55 due the carrier. 

The following partial payment certificates were issued by the 
Commission March 31: Minneapolis & St. Louis, $100,000; Ore- 
gon Trunk Railway, $40,000; Live Oak, Perry & Gulf, $12,000; 
Wabash, $1,500,000. 

Partial payment certificates were issued by the Commission 
to the following carriers April 4: Wheeling & Lake Erie, for 
$375,000 and for $80,000, Bennettsville & Cheraw Railroad Com- 
pany for $10,000. 

The Treasury Department has paid the American Railway 
Express Company $4,500,000 under the partial payment certificate 
issued to that company recently by the Commission. Total partial 
payments under the amended guaranty provisions of the trans- 
portation act amounted to $101,822,990.05 as of April 1, the Treas- 
ury announced. On April 2 the Commission issued a certificate 
{o the Gainesville & Northwestern Railroad Company for a par- 
tial payment of $7,000. 

With the payment of $4,000,000 to the Pittsburgh, Cincinnati, 
Chicago & St. Louis, and $475,000 to the San Antonio & Aransas 
Pass, the total amount of partial payments made to the railroads 
up to April 7 was $108,421,990.05. 

The Commission has approved a loan of $633,500 to the Inter- 
Urban Railway Company to aid the carrier in meeting its ma- 
turing indebtedness. 


HOPE AS TO NEW DIRECTOR-GENERAL 


The Trafic World Washington Bureau 


Attorneys and executives of railroads who have been han- 
dling the claims of railroad companies for compensation and 
for the guaranty accruing in the first six months after the end 
of federal control, are hoping that Director-General Davis will 
be more liberal in dealing with them, to the extent of giving 
them money on account to meet their pressing financial needs. 
They have nothing on which to base the hope other than that 
there always was an impression that John Barton Payne was 
hardly a fair government official with a sense of duty to the 
citizen with a claim against the government, as well as to the 
government. 

Inasmuch as the railroads are in a worse financial condi- 
tion than the government (creditors can ask for receiverships 
for railroad companies, but not for governments) any unbend- 
ing from the stern attitude of the former Director-General, it 
is figured, will enable the most needy of the railroads to ob- 
tain some of the money due them before the accounts for just 
compensation have been finally settled. Payne took the posi- 
tion that there could be no payments pending final settlement 
on compensation account; that there must be a final settlement 
or none at all. 

Nominally Davis was Payne’s legal adviser and nominally 
he followed the advice of Davis in passing on requests for help 
prior to final settlement. The inference, therefore, is that ihe 
position Payne took was what Davis advised him to take. But 
those who know Payne know that the nominal assumption may 
have been a violent one. Payne was his own adviser in mat- 
ters of policy. Even when he was the legal adviser of McAdoo 
it was the Payne policy that prevailed in the dealings between 
Payne and the railroads, especially the short lines. The latter 
regarded and still regard him as their evil genius during ihe 
whole period of federal control. 

While Payne was in charge of the settlement of claims for 
compensation his attitude was that while he could not make 
payments on account pending final settlement he could lend 
money to worthy railroads. Many loans have been made to 
railroads having claims for millions, in small driblets of $100,000 
or $200,000. The Pennsylvania, with large claims against the 
government, has been compelled to borrow from it. 

The ruling of the comptroller of the treasury that the Sec- 
retary of the Treasury could not make payments on account of 
the guaranty, after the expiration of the six months’ guaranty 
period, was attributed to the influence of Payne, and to the 
fact that the treasury itself was just about as hard up for 
funds as any railroad company. The ruling had the effect of 
keeping down the calls on the treasury for cash until the Wins- 
low bill was passed, specifically authorizing the secretary io 
honor the payment on account certificates, or “partial payment 
certificates,” as they are generally called. 

No perceptible change of attitude had come over the aitti- 
tude of the Railroad Administration at the time this was writ- 
ten. Railroad executives and attorneys who had been unable, 
however, to persuade Payne to give them money on the ac- 
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counts they claimed to be overdue came to Washington after 
Davis became Director-General, to renew their representations. 
They came with hope of better:success. 

While Payne was in office it was not uncommon to hear 
suggestions from unsuccessful applicants for advances that they 
were being held up so as to force them into settlements which 
would be more favorable to the government; in other words, 
that the government was using the distress of the railroad com- 
panies to persuade or coerce them into making settlements 
they would not make were their financial condition more favor- 
able. The short line railroads had an idea they were being 
held up when they tried to negotiate with Payne. They at- 
tributed the wholesale relinquishment at the end of June, 1918, 
to a thought on the part of Payne that he could make more 
favorable settlements with them if he put them outside ihe 
protecting wings of the government’s treasury, than if he kept 
them under control, and thereby made the government respon- 
sible for their deficits. 

Few railroad men thought Payne’s attitude, either as chief 
counsel for the Railroad Administration or as Director-General, 
was fair to them. ‘rhey are more hopeful about Davis. 

Reports that this, that, or the other railroad has received 
money from the Railroad Administration, as payment on account 
of compensation, prior to final settlement, are allowed to pass 
without either confirmation or denial by officials of the Adminis- 
tration. They feel that many railroads are in such a delicate 
financial situation that, even if it had been their custom to 
announce such payments, it would be wise to discontinue such 
reporis now. It is suggested that if the Railroad Administration 
announced that, for instance, it had given the X Railroad $4,000, 
000, all its creditors would camp on its doorsteps, each demanding 
payment of its account in full, whereas the better way to dis- 
tribute the money would be to divide it and give it out pro rata. 


Another probable effect of such an announcement, it was 
suggested, would be the creation of reports that the Railroad 
had asked for $9,000,000 and had received less than half of that. 
Such a statement might raise the question whether the railroad 
was entitled to $9,000,000, when the real question would be as 
to how long it would take the X Railroad to present its clainis in 
such a way as to show the Railroad Administration that it was 
entitled to $9,000,000. 

An official of the Railroad Administration, commenting on 
reports that railroad executives were hopeful that the new 
Director-General would te more “liberal” than Mr. Payne was, 
said one railroad had written to a company that had made re- 
pairs on its equipment that the Railroad Administration owed 
it much money but that it had not been able to collect any 
of the sums due. The fact, that official said, was that the rail- 
road in question had not presented any claim. It did not present 
any claim until after the letter was written. Then it presented 
what it called a claim and asked for an immediate advance pay- 
ment, without affording the Railroad Administration an oppor- 
tunity even to make a superficial check on what it had submitted. 


The Railroad Administration regards ihe financial affairs 
of each railroad as confidential. Therefore, when the official of 
a railroad says he heard that such and such a railroad had re 
seived a certain sum of money and wants to know why he can- 
not receive similar treatment, it declines either to affirm or deny 
the report. It refuses to make any statement on the matter 
because it cannot afford to lay before a particular competitor or 
the public generally such an exposition of the affairs of a given 
company as would enable proper deductions, as to the financial 
condition of the railroad in question. That would be the answer, 
on the assumption that railroad X had a right to know any- 
thing about the railroad Y, other than what it could find out by 
going to the public reports on file with the Commission. That 
is an assumption, the correctness of which the Railroad Adminis- 
tration will not admit. On the contrary, it would, if required, 
deny that a railroad or the public had any such right. 


The Railroad Administration, it is asserted on the same 
authority, has made payments on account of compensation after 
the claims for final settlement have been submitted, and in ad- 
vance of the final settlement. There have been rports to the 
contrary. Owing to the policy of keeping all the affairs of all 
railroads confidential, the Railroad Administration is not in a 
position to prove that that assertion is correct. It is admitted 
that railroads that have asked for advances on their final ac 
counting claims have been denied money, not, however, because 
the Railroad Administration is opposed to making such advances, 
but simply because the accounts did not warrant advances be- 
cause the Railroad Administration had advanced counter claims 
for over-maintenance, additions, and betterments under federal 
control which left the railroad a debtor to the government and 
not a creditor. 

In regard to the new Director-General, some of his sub 
ordinates are inclined to believe that he is a better trader than 
Director-General Payne but less inclined to stand on the 
technicalities of the law. In that way some railroad men may 
believe he is “easier” than Payne. Payne, at times, was hype! 
critically insistent on the letter of the law, railroad men thought. 
They thought they were entitled to more than Payne was willing 
to give them. 
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DEMURRAGE AND STORAGE CHARGES 


Holding that the defendant was legally bound to collect the 
demurrage and storage charges under attack and that it had 
not been shown that the charges were in violation of the act 
to regulate commerce, Assistant Chief Examiner Ulysses Butler 
proposes in a tentative report on No. 11735, Vim Motor Truck 
Company vs. Director-General, as agent, that the Commission 
dismiss the complaint on a finding that demurrage and storage 
charges assessed at New Orieans, La., on three carloads of 
automobile trucks were not unreasonable or otherwise unlawful. 

The complainant based its allegation of unjust and un- 
reasonable charges on the’failure of the Illinois Central to place 
the trucks in public storage at New Orleans, the shipments hav- 
ing been made from Philadelphia, Pa., December 31, 1917, on 
order bills of lading to its own order, notify the Model Motor 
Truck Company, Inc., New Orleans. The truck company was 
notified February 26, 1918, of the arrival of the shipments. On 
March 7, 1918, defendant’s agent at New Orleans advised the 
complainant by wire that the shipments were on hand unclaimed, 
the consignee not having taken delivery. The complainant ad- 
vised the agent to place the trucks in public storage. On March 
8, 1918, the agent advised the complainant that the defendant 
was “unable to put autos in public storage until all outstanding 
charges were paid and bills of lading surrendered.” The de- 
fendant claimed that it made every effort to obtain delivery of 
the shipments. The bills of lading were not surrendered and 
the charges paid until May 4, 1918. Mr. Butler says that prior 
to that date the complainant offered at no time to surrender 
the bills of lading and pay the charges. Demurrage and storage 
charges amounting to $837, plus war tax, accrued, which the 
complainant admitted were assessed in accordance with applic- 
able tariffs then in force. 

“Complainant contends that a carrier,” Mr. Butler says, “upon 
the expiration of free time allowed under the tariffs, is under obli- 
gation to unload shipments into a public warehouse, upon order 
of the party holding title to the goods. It admits that it knows 
of no specific tariff provision requiring defendant to place the 
shipment in public storage but urges that it is the common 
practice of carriers, except the defendant (Illinois Central), to 
do so.” 

The defendant insisted that in refusing to unload and store 
the shipments, without payment of the charges and surrender 
of the bills of lading, it was within its legal rights. It further 
contended that to have placed the shipments in public or bonded 
warehouse without surrender of the order bills of lading would 
have made it possible for someone other than the proper party 
to have obtained possession of the shipments, in which event it 
would have been liable to the holder of the bills of lading. 

Prompt refund of an overcharge of $28.04, plus war tax, 
due to an erroneous rate having been applied on two of the 
shipments, should be made, the examiner says. 


COAL, SPRINGFIELD TO DIXON 


An award of reparation based on a finding that an appilic- 
able rate of $1.475 a ton on bituminous pea coal from Spring- 
field to Dixon, Ill., was unreasonable to the extent that it ex- 
ceeded $1.365, is recommended by Examiner C. M. Bardwell in 
a tentative report on No. 11778, Chicago-Springfield Coal Co. vs. 
Director-General, as agent, and the Illinois Central. 

The shipments were routed direct over the Illinois Central, 
a distance of 171 miles. Contemporaneously a rate of $1.355 
applied via the Chicago & Alton, Peoria, Ill., and the Chicago & 
North Western, 155 miles, and a rate of $1.365 via the B. & O. 
or Chicago, Peoria & St. Louis in connection with the North 
Western, 160 miles. The Illinois Central did not participate in 
either of these rates to Dixon, but a rate of $1.365 applied from 
Springfield via the Illinois Central, Peoria, and the North West- 
em, to points on the latter road west of Dixon, including Ster- 
ling, 170 miles, Galt, 173 miles, and Fulton, 196 miles. The. 
complainant also showed, the examiner says, that a rate of 
$1.365 applied from other points in the Springfield group to 
— via various routes for distances ranging from 179 to 255 
Miles. 

The complaint involved eight carloads of coal which moved 
during February and March, 1920, but only three of the cars 
Moved during federal control, and the examiner holds that as 
the rates were intrastate, the jurisdiction of the Commission 
attaches only to the period of federal control. 


COCOANUT AND PEANUT OIL 


A recommendation that the complaint be dismissed has been 
made by Examiner H. W. Archer in a report to the Commission 
No. 11905, Armour & Co. vs, Director-General, as agent. 
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Armour & Co, alleged that a rate of $1.125 on tank carloads of 
cocoanut and peanut oil from San Francisco, Oakland and Seat- 
tle to Chicago, between September 1, 1918, and May 29, 1919, 
was unreasonable because and to the extent that it exceeded 
90 cents. The rate of 90 cents was put into effect after the 
shipments moved, so the only question involved was as to 
whether there should or should not be reparation. 

Rates on peanut and cocoanut oil, imported, are among those 
which were disturbed as a result of General Order No. 28. The 
rate on peaunt oil was in a state of agitation prior to June 25, 
a rate of 65 cents being in effect on June 24, 1918, for one day 
only. Then it was superseded by the General Order No. 28 
rate of $2.19, that being the domestic class rate applicable on 
account of the cancellation of the import rates. 

The Railroad Administration resisted the effort to have the 
rate brought down to 90 cents, during the period it was $1.125, 
on the ground that the 90-cent rate, established on July 1, 1918, 
from Pacific ports, was forced by competition through the Atlan- 
tic ports, and that it is sub-normal. 

In support of his recommendation Archer cited a number 
of cases in which the $1.125 rate was upheld as not unreasonable 
in comparison with the rate of 90 cents of later creation, notably 
Procter & Gamble vs. Director-General, 57 I. C. C. 42, in which 
the Commission approved 90 cents for transportation in 1917. 
Application of the terms of General Order No. 28 to that rate 
made it $1.125, which continued until the competition through 
the Atlantic ports constrained the Director-General to establish 
the 90-cent rate over the less used roads leading from Pacific 
ports to Chicago and other points where there was demand for 
vegetable oils. 


CARS BEAT RECONSIGNMENT ORDERS 


The extraordinary speed with which wet nitrocellulose, the 
raw material used in making high explosives, was moved in No- 
vember, 1918, made it impossible for the Norfolk & Western, the 
originating carrier, to execute reconsignment and diversion 
orders on six carloads of that material from Hopewell, Va., 
originally consigned to Haskell, N. J., and then reconsigned to 
Parlin, N. J. The cars moved so fast that they got into the 
hands of the Baltimore & Ohio before telegraphic orders could 
get ahead of them. 

These facts are set forth by Examiner E. L. Gaddess, in a 
tentative report on No. 11953, E. I. duPont de Nemours & Co. 
vs. Director-General, as agent. The company complained against 
ihe higher charges assessed. The examiner held that the Nor- 
folk & Western had not only done all its tariffs required but 
more, in an effort to get the reconsignment orders into the hands 
of yard employes. It notified all the roads concerned between 
Hopewell and Potomac Yards and pursued them even beyond 
that point. It finally got the cars to the destination desired but 
not under the terms entitling the complainant to the lower 
charges. 

Gaddess said the Commission should hold that charges col- 
lected on six carloads of wet nitrocellulose, higher than would 
have accrued had it been possible to execute the reconsignment 
orders, were not unreasonable or due to the failure of the initial 
carrier to execute the reconsignment orders. It used not only 
due diligence but put forth extra efforts to head off the fast mov- 
ing cars. The cars were moved practically on passenger 
train schedules, because wet nitrocellulose is dangerously in- 
flammable. 


REPARATION RECOMMENDED 


A finding of unreasonableness and an award of reparation 
down to the basis of rates prescribed by the Commission in the 
various Shreveport case decisions has been recommended by 
Examiner C. I. Kephart in a report on No. 11901, L. A. Norris 
vs. Texas & Pacific et al, on a carload of pipe and a carload of 
oil well machinery from Scottsville, Tex., to Mansfield, La., 
shipped in April, 1920. The Texas & Pacific collected 59 cents 
on the pipe and 63 cents on the machinery to Mansfield Junc- 
tion, from which point the local rates on the Mansfield trans- 
portation line were added. The complainant contended that 
rates of 29 and 30.5 cents should have been charged, in accord- 
ance with the Shreveport decision in 48 I. C: C. 313. The Texas 
& Pacific retorted that the complainant had not paid the legal 
rates, which it showed were: 86.5 and 90 cents, the rates from 
group 1 in Texas common point territory to group A in the 
New Orleans blanket territory, Scottsville being in the eastern 
part of its group and Mansfield in the western part of its group. 
It therefore presented undercharge claims. The examiner recom- 
mended reparation to the Shreveport scale basis and a waiving 
of the legal rates. The Texas & Pacific said it was revising its 
tariffs, hence no order for the future was made. The Shreveport 
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scale may be modified in I. and S. No. 1269, so the examiner 
said, and he, therefore, recommended that this finding be made 
subject to such modification as may be necessary to bring it 
into harmony with that finding. 


RATES ON SILICA SAND 


Examiner C. M. Bardwell, in a report on No. 11719, Rock Prod- 
ucts Traffic League vs. Chicago, Rock Island & Pacific et al., rec- 
ommended a dismissal on a holding that the rates on silica sand, 
unprocessed, from Oregon, Ill., to Silica, O., were and are not 
unreasonable or unduly prejudicial. The complainant alleged 
that the rates on the unprocessed sand were unreasonable and 
unduly prejudicial in comparison with the rates on processed 
sand from Silica, O. 

The unprocessed sand is procured at Oregon, IIll., and sent 
to Silica, O., for processing. The finished product, used by 
white glass manufacturers, must be sold in competition with 
producers of sand that mine and process their product in the 
Ottawa, Ill., district. After examining exhibits submitted to 
show that Silica cannot market in competition with the Ottawa 
district, except in certain markets, Bardwell came to the con- 
clusion that the allegations of the complaint had not been sus- 
tained. 


RATE ON MARINE TURBINES 


Examiner Frank E. Mullen has recommended the dismissal 
of No. 11911, General Electric Company vs. New York Central, 
Director-General, et al., on a holding that the rates on marine 
steam turbines from Schenectady, N, Y., to Seattle in September 
and October, 1918, were not unreasonable or otherwise unlawful. 
The complainant alleged that the rates charged on four such 
turbines violated not only the first three, but also the fourth, sec- 
tion of the act to regulate commerce, in that the rate exceeded 
the aggregate of the applicable intermediates. 

The through class A rate on steam engines of $2.40 was ap- 
plied. Contemporaneously, over an open available route, a rate 
of $2.09 applied via Covington, Wash., on “machinery and ma- 
chines, viz., electrical iron working (power), mine and smelting, 
not including oil well or boring machines), consisting of articles 
named below: Turbines and parts thereof.” 

The complainant contended that limiting the rate to apply 
to turbines used in mining unjustly discriminated against the 
marine turbines. No evidence, Mullen said, was offered in sup- 
port of the allegation of unjust discrimination or undue prejudice. 
Mullen said there was no ground for holding that the principle 
forbidding the establishment of a rate dependent on the use 
of the commodity applied to this situation. Therefore he rec- 
ommended dismissal. 





SKINS, ETC., TORONTO TO NEW YORK 

Examiner Frank E. Mullen, in a report on No. 11899, Jonas 
& Naumberg, Inc., vs. Michigan Central, Director-General, et al., 
has recommended dismissal on the ground that the Commission 
has not jurisdiction over the joint rates on rabbit skins, hides 
or pelts, any-quantity, from Parkdale and Toronto, Can., to New 
York. The examiner said that the complainant made no distinc- 
tion between the portions of the rates applicable in Canada and 
those in New York. Therefore there was nothing for the Com- 
mission to work upon. 





RATE ON COAL, ILLINOIS TO KANSAS CITY 


An order of dismissal has been recommended by Examiner 
C. M. Bardwell, in a tentative report in No, 11780, Consolidated 
Coal Co. of St. Louis vs. Director-General, as agent, on a holding 
that the rate on fine coal from Mt. Olive and Staunton, IIl., to 
Kansas City had not been shown to be unreasonable and that 
the complainant had not shown itself to have been damaged by 
the alleged undue prejudice. 


CHARGES ON RECONSIGNED SILICA SAND 


In-a tentative report on No. 11753, Silica Sand Producers 
Traffic League of Illinois vs. C. B. & Q. et al., Examiner C. M. 
Bardwell has recommended dismissal on the ground that freight 
charges on a carload of silica sand from Oregon, Ill., to Chicago, 
reconsigned to Gas City, Ind., were not unreasonable or unduly 
prejudicial. 





LENROOT PLAN AGAIN 


The Trafic World Washington Bureau 


Senator Lenroot of Wisconsin said April 4 he would intro- 
duce at the coming session of Congress the bill previously advo- 
cated by him providing for the creation of the National Railway 
Corporation to take over the operation of the railroads. 

“Some such plan as I have provided for in the bill will have 
to be adopted, or we will go to government ownership and opera- 
tion,” said he. 

When the transportation act was under consideration in 
Congress Senator Lenroot appeared before the House committee 
on interstate and foreign commerce and outlined his plan which 
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he had originally submitted in 1919. He said then the proposed 
railroad law was satisfactory as far as it went and that he be. 
lieved his plan or one along similar lines should later be worked 
into the law. 

The Lenroot plan contemplates the unification of the rail- 
roads into one system, to be managed by a federal corporation. 
The management of the roads would be in the hands of a board 
of eleven directors appointed by the President and confirmed 
by the Senate. The board would be made up as follows: One 
member from the Interstate Commerce Commission, who would 
retain his seat on the Commission; one member from five per- 
sons to be proposed to the President by the National Association 
of Railway and Utilities Commissioners; two members from six 
persons to be proposed by the employes of the corporation and 
of the railroads controlled by it; two members from six persons 
to be proposed by the Chamber of Commerce of the United 
States; two members from six persons to be proposed by farm- 
ers’ and agricultural organizations; and three members from 
persons to be proposed by the stockholders of the corporation. 
The members of the board would serve as incorporators of the 
corporation. 

The corporation would have broad powers under the pro- 
posed law, including the power to ‘acquire, own, control, and 
operate railroads, and to acquire and control a majority, or more 
than a majority, of the outstanding capital stock of any railroad 
corporation, and to acquire and control such majority or more 
of the outstanding stock of any railroad corporation, and, in 
addition, any or all of its bonds and other securities.” It further 
would have the authority to exercise the power of eminent do- 
main. The principal offices of the corporation would be in Wash- 
ington. A general manager would be appointed to operate the 
railroads. 

The rate of dividend on the corporation’s capital stock would 
be not less than 3% nor more than 6 per cent per annum. The 
government would guarantee permanently the payment of divi- 
dends at the rate of 4 per cent per annum on all outstanding 
capital stock and stock receipts of the corporation, except that 
if the board of directors fixed the maximum dividend at less 
than 4 per cent the maximum would then be guaranteed. 

Regulation of both interstate and intrastate rates would be 
vested in the Interstate Commerce Commission, but the corpo- 
ration would have power to initiate rates to produce adequate 
revenues. The bill provides that the rates initiated by the cor- 
poration shall be at least adequate to produce revenues sufficient 
to pay “all proper operating expenses, taxes, rentals, deprecia- 
tion, and maintenance charges; interest on bonds and other 
fixed charges, and all other proper expenses and charges, and 
to pay maximum dividends on all outstanding stock and stock 
receipts, and, in addition, to produce, in so far as the Commis- 
sion may deem necessary and proper, a sum not exceeding 2 
per centum of the par value of all outstanding stock.” In any 
year that the rates yielded revenue in excess of the above needs, 
provision is made for revision of rates. 

All income above that necessary to meet operating expenses, 
interest on bonds and dividends, would be excess income and 
be distributed as follows: 40 per cent to labor; 30 per cent to 
the stockholders, and 30 per cent, or so much thereof as may 
be necessary to repay the government for moneys advanced 
by it, to the Secretary of the Treasury. Any part of the 30 per 
cent payable to the government not needed to reimburse the 
government for moneys advanced would go into a reserve fund 
for certain purposes. The Commission would fix the value of 
the railroad property to be acquired by the corporation. 

Provision is made for the appointment by the President, 
with the advice and consent of the Senate, of an “Economy and 
Efficiency Board,” to be composed of five members and appointed 
from nominations to be submitted by the American Railway 
Engineering Asociation, the American Society of Mechanical 
Engineers, the American Institute of Electrical Engineers, the 
American Society of Civil Engineers and the employes of the 
corporation, acting through their trade unions and brotherhoods. 
Each member of the board would get $15,000 a year. The board's 
function would be to promote economies in the physical opera- 
tion of the railroads. The directors of the corporation would 
get $20,000 a year. The member from the Commission would 
not receive any salary as a commissioner and the state com: 
mission member would receive no salary as long as he received 
a salary from the state commission of which he is a member. 

Senator Lenroot said he wished to emphasize that there was 
no element of government ownership or operation in his plan, 
but that every group interest would have representation on the 
board. The dominant motive of the majority of the board would 
be efficient operation at a reasonable cost, he said. He believes 
the plan affords an inducement for efficient operation of the 
railroads. 


N. & P. BELT LINE NOTES 
The Norfolk & Portsmouth Belt Line Railroad Company has 
been authorized by the Commission to issue $63,900 of promissory 
notes to cover periodical payments to be made in connection 
with the procurement of two locomotives. 
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April 9, 1921 


EXPORT GRAIN RATE REVISION 
The Trafic World Washington Bureau 


A revision of export rates on grain and grain products, car- 
rying a reduction of three cents in the all-rail rates from Chi- 
cago and east, one cent from Missouri River to Chicago, with 
appropriate changes from Peoria and related markets, corre- 
sponding to the changes at Chicago and St. Louis, and the indef- 
inite continuance of the “at and east of” rates from Buffalo, has 
peen recommended by the Commission to carriers represented by 
James T. Webster, freight traffic manager for the New York 
Central at Chicago; E. B. Boyd, chairman of the Western Trunk 
Line Association; George H. Ingalls, chairman of the Eastern 
Traffic Executives Committee; F. A. Leland, chairman of the 
Southwestern Tariff Bureau, and Eugene Morris, chairman of 
the Central Freight Association. 

These reductions will be less than some that have been 
under consideration by the carriers. The Commission, speak- 
jing through Director Hardie, of its traffic bureau, called atten- 
tion to the fact that the revenues of the carriers were not ade- 
quate, and suggested, therefore, that great care should be used 
in making changes in rates to meet the wishes of shippers of 
grain and grain products. Their wishes are based on a desire 
to stimulate exports. 

The question of the relationship of rates to the Atlantic 
and the gulf ports was considered by the Commission and 
treated by it in the letter written by Director Hardie to the 
men mentioned. The significant fact in that phase of the mat- 
ter is that the Commission does not subscribe to the theory 
that the expansion of the grain trade of the Gulf ports in wholly 
due to the increase in the spread of the rates, as between the 
Gulf and the Atlantic ports. Mr. Hardie called attention to the 
fact that ocean rates from the Gulf, recently, have been the 
same as from the Atlantic ports, and suggested that that was 
one reason for the growth of the grain trade of the Gulf ports, 
in comparison with the Atlantic. 

The tenor of the recommendation to the traffic and tariff 
men is, “Be careful lest you wreck the whole rate structure and 
increase the inadequacy of the revenues of the carriers.” The 
letter is as follows: 

“This will refer to the recent conferences at Chicago and 
New York between representatives of the grain markets, At- 
lantic ports and Gulf ports and carriers of eastern and western 
territory relative to the adjustment of grain and grain product 
rates, with particular reference to the relation of rates to Aa- 
lantic ports as compared with Gulf ports, also of lake and rail 
charges vs. all rail rates. Careful consideration has been given 
to all of the facts presented verbally and in writing, and the 
whole situation has been called to the attention of the Chair- 
man, who instructs me to advise you as follows in the premises: 

“1. The net revenues of carriers generally at the present 
time are far from adequate. Reductions in rates apparently are 
therefore at this time undesirable except in so far as they may 
be necessary to stimulate traffic, to remove discrimination or 
to relieve situations where rates appear to be unduly burden- 
some under present conditions. 

“2. Several propositions are involved in the matters now 
under consideration, the most important of which are as follows: 


(a) Proposed readjustment of rates on grain and grain products, 
loth domestic and export, from the Missouri River to eastern points 
as compared with gulf ports; 

(b) Proposed reductions in proportional rates east of Chicago and 
the Mississippi River: 

(c) Proposed reductions in all-rail rates on grain and grain prod- 
tets, domestic and export, from the Twin Cities to eastern destina- 
lons, involving the relationship with lake-and-rail rates; 

_(d) The relationship of through lake-and-rail charges from Lake 
Michigan ports on grain as compared with all-rail rates, including 
the level of the rates on grain from Lake Erie ports to eastern points, 
‘pplicable upon grain moved into such ports by lake; 

(e) The relationship of rates on grain products as compared with 
frain from Buffalo to eastern points. 


_ “38. The whole situation is interrelated, and in determin- 
ig what should be done as to any one of the situations in- 
volved, due regard should be had to the effect upon other rates 
and to the maintenance of a relatively proper and reasonable 
adjustment of rates which will not reduce the revenues of the 
carriers in the aggregate to a greater extent than is necessary. 
arlous proposals have been submitted by shippers and car- 
nets, most of which contemplate reductions in the existing 
‘ates, primarily intended to reduce differentials or differences 
o rates between competing markets, ports or routes, widened 
on increases under Ex Parte 74 and previous 

eto. 
th “4. Tt is recognized that the differentials on traffic from 
ee River to the Gulf ports for export as compared 
i Atlantic ports for export and of the all-rail rates from 
lake polis to eastern points as compared with the through 
‘ €and-rail charges have been widened to an extent io make 
‘sirable reductions therein. Readjustments of rates to bring 
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“It has been demonstrated that during the past season 
there has been a relatively greater movement of grain to Gulf 
ports as compared with Atlantic ports than existed during the 
previous four seasons. It is not considered, however, that this 
change in the trend of movement is wholly the result of the 
widening of rail differentials. 

“Unusual conditions appear to have existed in the grain 
trade and particularly with respect to the ocean transportation 
charges which have undoubtedly been factors in determining 
the movement during the past season. The differences hereto- 
fore prevalent, Gulf ports over Atlantic ports, have been mate- 
rially lessened during the past season, in many cases rates 
from the Gulf ports being no higher than those from the Atlan- 
tic seaboard, which leads to the conclusion that movement via 
the Gulf would have been stimulated had there been no widen- 
ing of the rail differentials. It is conceded that as conditions 
become more nearly normal, the ocean rates from the Gulf 
ports will inevitably become higher than those from the At- 
lantic ports. While no information as to the trend of ocean 
rates since February 1 is available, an increased exportation 
of grain from Atlantic ports would indicate a tendency to re- 
turn to normal ocean rates and further demonstrate that the 
relatively greater tonnage to the Gulf ports during the fall of 
1920 was not wholly due to rail rate differences. 

“5. As above stated, practically all the rates involved are 
related one to another and changes in one rate must be care- 
fully considered with respect to the effect which such changes 
may have upon other rates. Reductions in rates east of Chi- 
cago and the Mississippi River upon grain originating at the 
Missouri River may be restricted to Missouri River grain only 
by the expedient of establishing joint through rates less than 
the sums of the proportional rates to and from Chicago or the 
Mississippi River. For years rates into and out of the prin- 
ciple primary markets have generally been not greater than 
the through rates. In our report in Ex Parte 74 the importance 
of maintaining this equalization was recognized, and it is not 
thought desirable at this time to recommend readjustments of 
rates which will have the effect of destroying such equalization. 

“Tt must therefore be assumed that whatever reductions 
are to be made from the Missouri River to Atlantic ports should 
be in the proportional rates east or west of Chicago, or both. 
Reductions east of Chicago and the Mississippi River reflect 
themselves not only as to traffic from the Missiuri River but 
as to all other grain traffic originating in the west, thus mak- 
ing reductions in such rates vital to the revenues of the car- 
riers. As the rates from Lake Erie ports and eastern points 
applicable upon grain brought into such ports by lake have a 
definite relationship to the all-rail rates from Chicago and Mil- 
waukee they may not be maintained upon a basis which will 
result in unduly high through lake-and-rail charges as com- 
pared with the all-rail rates, unless the lake route is to be sub- 
stantially closed. 

“Reductions in the rates east of Buffalo termed ‘at and 
east rates,’ are reflected in the revenue upon grain originating 
not only at Lake Michigan ports but at Duluth and Canadian 
ports. 

“6. Having in mind these and other factors, it is not found 
consistent to recommend to the rail carriers that they shall 
adopt the proposals of the Minneapolis or of the Missouri River 
and Chicago markets. The former contemplates a reduction 
of 8 cents on export and 9% cents on domestic traffic from 
Minneapolis to New York, while the latter contemplates reduc- 
tions of 2 cents from the Missouri River to Chicago, 4 cents 
Chicago to eastern points, and 6 cents Mississippi River to east- 
ern points. It is thought that reductions of this amount will 
not only reduce the revenues of the carriers to an extent 
greater than appears at this time necessary upon the all-rail 
traffic but will call for reductions in the at and east rates be- 
low even the present reduced rates which were established 
September 1, 1920, and are scheduled to expire April 15, 1921. 

“Neither does it appear desirable to indicate approval of 
the recommendations of either the western or eastern carriers 
in full. The latter contemplate an increase of 2 cents per 100 
pounds in the rates from the Missouri River and St. Louis to 
the Gulf. The export rate from the Missouri River has in the 
past three years been increased from 18% cents to 38 cents, 
and it is not thought desirable at this time to express any ap- 
proval of an increase in such rate. No definite opinion will be 
expressed relative to the rates from St. Louis or Illinois points 
to the Gulf ports. These rates, however, are not upon the same 
level as the rates from the Missouri River, the St. Louis rate 
at the present time apparently being 23% cents on export traf- 
fic, whereas tariffs are now on file and under suspension in I. 
and S. Docket 1303 proposing to increase the domestic rate, 
St. Louis to New Orleans to 45% cents. 

“7. Based upon the information now available and with- 
out prejudice to any different conclusions which might be 
reached upon a more adequate record or in a formal proceed- 
ing, there appears to be no objection to the following readjust- 
ment of rates at this time: 


(a) A reduction of 3c east of Chicago in the all-rail export rates 
on grain and grain products. 
(b) A reduction of le on grain and grain products from Missouri 





764 THE TRAFFIC WORLD 


River points (including Sioux City) to Chicago and Chicago rate 
points, limited to apply upon export traffic only. 

(c) A reduction of 4c in export rates east of St. Louis on grain 
and grain products. 

(d) Changes from Peoria and other related markets corresponding 
to those from St. Louis and Chicago to preserve existing equalization. 

(e) No reductions to be made west of St. Louis. 

(f) The existing ‘‘at and east’’ rates on export grain, now sched- 
wed to expirt April 15, to be continued beyond that date without ex- 
piration date, but no further reductions to be made in such rates at 
this time. 

(g) The “at and east’? domestic rates on grain on April 15 to 
revert to the rates in effect August 25, 1920, plus 40 per cent, such in- 
crease to be applied to the net rates. 

(h) No reductions at this time appear necessary in the rates on 
grain products east of Buffalo either domestic or export. 

(i) Lake-and-rail rates on flour for export from Chicago, Duluth 
end Minneapolis to be reduced in the same amounts as the all-rail 
rates east of Chicago, thus maintaining differentials as compared 
with all-rail. 

(j) No reductions appear at present necessary in the rates on 
grain or grain products Minneapolis to Chicago. 


“8. The above are intended as suggestions which it is 
hoped will produce a harmonious adjustment and at the same 
time have the effect of reducing the differentials on all-rail 
grain from Minneapolis compared with lake-and-rail traffic, and 
also reducing differentials on export traffic from the Missouri 
River and western territory generally to Atlantic ports as com- 
pared with Gulf ports. 

“It has not been found consistent to recommend the basis 
sought by western millers, but the proposed reductions have 
been, except as noted, limited to export traffic. The same fac- 
tors which enter into the export situation do not appear to ap- 
ply with equal force to the domestic rates. Millers of New 
York are not satisfied with the rates on grain products ex-lake 
from Buffalo, but it has not been found consistent to recom- 
mend reductions in such rates at this time. (This is not in- 
tended as expressing disapproval of certain readjustments in 
the rates from Buffalo to New England points set forth in 
Chairman Collyer’s letter of February 7, which changes should 
apparently be made). Reductions in the domestic rates from 
the west would, however, but accentuate the complaints of east- 
ern millers. 

“It appears that the principal movement of grain to Lake 
Erie ports for milling purposes is from Canada or from Lake 
Superior ports and the present adjustment of grain product 
rates east of Buffalo in connection with the lake charges on 
grain does not appear to result in an unreasonable basis as 
compared with through lake-and-rail rates on grain products or 
all-rail rates upon either grain or products. 

“It has not been found consistent to recommend the estab- 
lishment of ‘overhead’ rates from Minneapolis as proposed by 
that market and by some of the northwestern lines. As has 
been stated, it has been the practice for a number of years to 
maintain rates into and out of the principal markets equal to 
the through rates and the undersigned is not prepared at this 
time to recommend changes which would destroy this adjust- 
ment. It is recognized that the reductions made on traffic from 
Minneapolis are not as great as recommended by that market 
or by the northwestern carriers, but it is thought that a trial 
should be made of the rates which will result from the changes 
above recommended. If it then develops that further readjust- 
ment should be made, consideration can be given thereto.” 


S. P. RATES TO GALVESTON 


The Trafic World Washington Bureau 


Arguments were made April 2 before Commissioners 
McChord, Meyer, and Aitchison, sitting as a division having 
charge of the case, on the question whether the Southern 
Pacific can be forbidden to make an adjustment of rates from 
interior Atlantic seaboard territory to Galveston that would 
enable a shipper anywhere east of the Buffalo-Pittsburgh line 
to ship to the Texas littoral, via New York, at a through charge 
no higher than through Philadelphia, on the ground that such 
an adjustment would be a violation of section five of the Panama 
Canal act. The question as to the power arose in connection with 
the Commission’s suspension of the tariffs mentioned in I. and S. 
No. 1280. In them the Morgan (Southern Pacific) and Mallory 
lines propose to make rates on all classes and certain commodi- 
ties from interior Atlantic seaboard territory and nearby terri- 
tory on the basis of the minimum class scale to the port, plus 
the port to port rates. Any local rate from any point in the territory 
to New York that is higher than the minimum class scale, is to 
be absorbed down to the basis of the minimum scale. That is 
to say, if the local rate, first class from Buffalo to New York, 
is 60 cents, the boat line will pay that part of the rail charge 
that is in excess of 35 cents per 100 pounds, 35 cents being the 
minimum first class rate, on traffic given it to haul to Texas. 

None of the eastern railroads joins in the tariffs. None of 
the Texas rail lines, other than the Southern Pacific, joins in 
the tariffs to Texas destinations to points which, from Galveston, 
take less than the Texas common point rates. On the contrary, 
all objected to the tariffs on the ground that such an arrange- 
ment would deplete their revenues. Philadelphia, Houston and 
the Southern Steamship Company objected to the arrangement 
on the ground that the aim of the Southern Pacific was to put 
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out of business the Southern Steamship line, which operates 
boats between Philadelphia and Houston. The protestants, who 
procured the suspension of the tariffs, averred that, by this 
method, the Southern Pacific proposed to accomplish indirectly 
what the Commission forbade it to do directly when it prohibited 
the Southern Pacific, under section five of the Panama Cana! 
act, from extending its steamship service to Philadelphia. 

On the main question, whether the Commission has the 
power to forbid the Southern Pacific extending its business by 
absorbing, where necessary, soine part of the local rate to the 
port, J. R. Bell, for the Southern Pacific, contended that the 
fifth section of the canal act could not apply because, even if 
the Southern Steamship line were put out of business, the pogsi- 
bility of which he did not admit, there would be no violation of 
the Panama Canal law because that law forbids the operation 
of railroad-owned ships only when such operation prevents or 
reduces competition on the water route over which the railroad. 
owned ship desires to operate. He directed attention to the fact 
that the water route over which the Southern Pacific boats 
would operate under the tariffs, was from New York to Galveston, 
while the route over which the Southern Steamship Company 
operates was between Philadelphia and Galveston. He said the 
purpose of the Panama Canal was to prevent the destruction of 
steamship lines established in competition with rail lines. The 
Southern Pacific has no rail line to New York or to any other 
Atlantic port. While he did not say so, the implication seemed 
to be that the Panama Canal law was not framed to prevent 
competition, even destructive competition, between boat lines. 

Arguments in behalf of Philadelphia commercial interests 
were made by W. A. Glasgow, Jr., and for Houston interests by 
Paul Kayser. The former took the position that the tariffs under 
suspension were merely the evidence of a desire on the part of 
the Southern Pacific to drive the Southern Steamship line out 
of business, by taking business from territory adjacent to Phila- 
delphia, without affording the Philadelphia line an opportunity 
to get any business from territory adjacent to New York. 

“If that is done,” said he, “it eliminates the Southern Steam. 
ship line and to that we object. This Commission has considered, 
almost, if not quite, ad nauseam, the question of the relationship 
of the Atlantic ports to each other on both domestic and export 
and import rates. In 1877 the railroads agreed upon the port 
differentials, which this Commission, time after time, has refused 
to disturb. The adjustment gives each port the advantage of 
its geographical position. 

“This plan of the Southern Pacific is to reach out from New 
York by means of this absorption of local rates, and take busi- 
ness from the places next door to Philadelphia. Under the 
scheme of rates proposed, the Southern Pacific will be able to 
advertise to the shipper in Chester that it will give him the 
same rates via New York as he can obtain through Philadelphia.” 

Answering a question by Commissioner Meyer, Mr. Glasgow 
said he had no objection to a reduction in rates if they were 
too high. His objection went only to the destruction of the rate 
adjustment for the Atlantic ports built up by the Commission, 
through the offering of the Southern Pacific to disregard that 
adjustment and draw traffic from as far south as Baltimore 
through New York for hauling to Galveston and distribution 
from that port on the same rates that were in effect from Phila- 
delphia to Houston. 


The Southern Pacific, in its tariffs, ignored the scale pre 
scribed by the Railroad Administration, on the last day of fed- 
eral control, for use in constructing rail-and-water rates from 
the Atlantic seaboard to Texas ports. That scale provided a 
first class rate of 41 cents to the port of Houston and 49 cents 
to Houston proper. When the Southern Pacific published its 
scale for computing the rail charges up to the ports of origi, 
it prescribed 35 cents, which is the minimum first class rate in 
effect in Official Classification territory. It is the rate which ap 
plies from the station nearest to Philadelphia into Philadelphia. 

The Southern Pacific commented on the fact that the 41 
and 49 cent scales were not put into effect until the last day 
of federal control. Commissionér Meyer wanted to know more 
about them than Mr. Bell seemed able to give him. Mr. Kayser 
declared that Mr. Bell was making a smoke screen of the matter. 
J. A. Morgan said he had given Mr. Bell a copy of the minutes 
of the meeting called by the Railroad Administration at which 
the old question of the Houston and Galveston differential was 
threshed out and the two scales were agreed on. Morgan, who 
was Houston’s witness at the hearings, also said that the presen! 
chief clerk in the office of William Simmons, traffic manager for 
the Morgan line, was the secretary of that meeting and knew 
all about the reasons for the two figure scale. Mr. Morgat 
promised to furnish the Commission a copy of the minutes 50 
that it could judge whether the apparently last minute arrange 
ment was made under cover of darkness, in a corner. 

Use of the 49 cent scale would assure to Philadelphia, and 
to New York also, the tonnage originating near these ports which 
could be shipped on the 35 cent minimum class scale, was the 
contention of Houston. 

In justification of the 35-cent scale for use in making up the 
combination, Mr. Bell said that the Southern Pacific thought 
the Railroad Administration scale too high. It proposed to Tf 
duce it, by means of absorption, not by agreement, with the east: 
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ern rail lines, because they would have none of it, to stimulaté 
business. Therefore, it took the old 15-cent scale in effect before 
federal control, inflated it in accordance with the permission in 
the 15 per cent case, General Order No. 28, and Ex Parte No. 
74. To avoid odd cents the scale was made 35 cents, which is 
somewhat higher than the exact figures, and four cents higher 
than the scale displayed on the last day of federal control. The 
displaced scale was 31 cents. 

“IT don’t care who did anything that might be wrong,” ex- 
claimed Mr. Glasgow. “I object to the closing of the port of 
Philadelphia. That’s my interest.” 

Paul Kayser declared that the scale about which the South- 
ern Pacific was making a to-do was agreed upon in June, 1919, 
put it was not made effective until the Railroad Administration 
made its last spurt to clear its docket of things agreed upon. 
On the merits of the case, Mr. Kayser contended that a railroad- 
owned steamship line is always under the burden of so conduct- 
ing its business as not to destroy competition on water routes. 
He ignored the contention of Bell that the law limits the inter- 
diction to the ships on the same water route. He claimed that 
the Southern Pacific and its steamship lines discriminate against 
Houston and the port of Houston in favor of Galveston. He 


said that it proposes to make rates, via its rail line in Texas, 


from Galveston to Hempstead, Texas, the same as from Houston 
to Hempstead, although the difference in distance is fifty miles 
in favor of Houston shippers. 

At the east end of the route, he said, the Southern Pacific 
proposed to make the charge for the rail service into New York, 
for a haul from Sparrow’s Point, near Baltimore, the same as 
from a point five miles outside of New York. 

In answer to such suggestions of preference, Mr. Bell said 
that the blanketing of rates from points of origin or to points 
of destination to cover differences of distance of fifty or ninety 
miles was not uncommon and the Commission had never con- 
demned a carrier for equalizing gateways so as to give a shipper 
choice of routes and carriers. 

Commissioner Aitchison asked Mr. Kayser if he contended 
that, in denying the application of the Southern Pacific for per- 
mission to operate boats from Philadelphia, the Commission had 
forbidden it, by any device, to draw traffic from the vicinity of 
Philadelphia. Mr. Kayser answered by quoting the law about 
preventing or reducing competition on water routes. 

“I heard that before,” said Mr. Aitchison, when Mr. Kayser 
did not answer yes or no, but repeated the law which he said 
applied to the situation and on which the Commission’s order 
was founded. 

Mr. Glasgow said that question interested him and he took 
the floor while Mr. Kayser had it, to say that he was contend- 
ing that the Southern Pacific, in bidding for business, was bound 
to observe the port differential adjustment. He said he did not 
contend that the Commission had carved out a bit of territory 
in which the Philadelphia line should have the exclusive right 
to obtain business, but he did contend that the Commission, 
in upholding the port adjustment, in effect did say that in cer- 
tain territory Philadelphia had an advantage of geography, and 
in another that New York had the advantage, which should be 
preserved. 


PANAMA CANAL TOLLS 
The Trafic World Washington Bureau 


A referendum on the question of whether or not American 
vessels in the coastwise trade or all American vessels passing 
through the Panama Canal should be exempt from the pay- 
ment of tolls has been begun by the National Rivers and Harbors 
Congress. 

“The National Rivers and Harbors Congress has always been 
in favor of exempting vessels engaged in the coastwise trade 
from the payment of tolls at the Panama Canal,” said S. A. 
Thompson, secretary. “A strong campaign was made in favor of 
this principle when the Panama Canal bill was under consideration 
in 1912, and the resolutions adopted by the convention held in 
December of that year, said: ‘We heartily congratulate and com- 
mend the Sixty-second Congress upon its grant of immunity, 
through the recently enacted Panama Canal Law, from tolls upon 
ships engaged in our coastwise trade.’ We also made a vigorous 
campaign when the matter was reconsidered, but the wishes of 
President Wilson prevailed and the exemption was repealed. 

“It is understood that the matter is again to be taken up 
at the extra session of Congress which is called for April 11, 
and it is possible that the exemption will be carried further 
than before, for the national platform of the party now in power 
contains the following plank: ‘We recommend that all ships 
engaged in coastwise trade and all vessels of the American mer- 
chant marine shall pass through the Panama Canal without pay- 
ment of tolls... With a view to ascertaining the present state of 
Public opinion on this questién the National Rivers and Harbors 
Congress is conducting a nation-wide referendum.” 

In a bulletin on the necessity for development of waterway 
transportation, the Congress says: : 

_ “Mr. Alfred P. Thom, General Counsel Association of Amer- 
ion Railway Executives, said to the Newland’s Committee in 
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Have we learned no lesson from what happened in 1907, when 
there was a substantial increase in the business offered to the rail- 
roads, and lack of yards, lack of tracks, and lack of cars brought on 
the “panic of plenty’’ in that year? Have we forgotten that the panic 
of 1907 was not a panic of scarcity, not a panic of failures in business, 
but was a panic brought on by the inability of communities to deal with 
one another because the railroad facilitics were inadequate? Con- 
gestion everywhere; not yards of sufficient capacity for trains; not 
tracks sufficient to carry them; not cars sufficient to transport the 
business of the people. There, in that year, in the midst of that 
clenty, came panic, due to those factors. 


“Apparently those who have learned a lesson from what 
happened in 1907 are very few in number—and those are still 
fewer who realize that, if our national waterways had been de- 
veloped and in use, the panic of 1907 would not have happened! 

“Apparently, too, we have learned little or nothing from 
things that happened much more recently than 1907, such as the 
workless days, lightless nights and heatless homes of two or 
three years ago; the congestion of traffic that hampered our 
military operations during the war and even put the result in 
jeopardy; the long-continued and ever-increasing shortage of 
cars, which averaged more than 100,000 during the first eight 
months of 1920 and reached 150,000 in September; and finally the 
terrific slump in business which has thrown 5,000,000 men out 
of employment and filled the side-tracks with more than 425,000 
idle freight cars. 

“The slump of 1921, like the panic of 1907, was caused mainly, 
if not wholly, by lack of transportation and, if our 28,000 miles 
of waterways had been improved and used, would have been 
largely, if not entirely, prevented. 

“The staggering losses of 1907 and the years from 1917 
to 1921 can never be exactly computed, but it is safe to say 
that they are at least ten, perhaps twenty, fold the cost of im- 
proving every waterway and harbor in the United States. 

“Yet, with these conditions confronting them and the ink 
searcely dry on the pledge contained in Section 500 of ‘The 
Transportation Act of 1920,’ the average of the appropriations 
made for rivers and appropriations during 1920 and 1921 is less 
than half the average for the preceding twenty-five years, and, 
because of the increased cost of materials and labor, will do 
less than one-fourth as much work. 

“The fault, however, is not primarily with Congress. ‘Con- 
gress,’ said the late Senator Newlands, ‘does not create public 
sentiment; it records public sentiment.’ And, whenever the peo- 
ple of the United States realize that waterways are creators of 
prosperity and inadequate transportation facilities are breeders 
of panics, there will be no question that Congress will make the 
appropriations needed for the creation of a national system of 
connected waterways and improved harbors.” 

Senator Jones of Washington, chairman of the Senate com- 
merce committee, will introduce at the beginning of the new 
Congress next week a bill exempting American vessels from the 
payment of tolis when passing through the Panama Canal. The 
senator said he would take this action on his own initiative and 
that he had not discussed the matter with President Harding. 


OCEAN FREIGHT RATES 
The Trafic World Washington Bureau 


A readjustment of ocean freight rates from North Atlantic 
ports to European ports involving increases of from 25 to 200 
per cent on various commodities probably will result from con- 
ferences being held in New York, officials of the Shipping Board 
indicated this week. Rates from the South Atlantic and Gulf 
ports, it was said, would probably be made to conform to the 
changes in the north Atlantic rates. It is believed that the pro- 
posed schedules of rates will enable the steamship companies to 
operate without loss. 

Admiral Benson, chairman of the Shipping Board, said he 
expected the French Line to come into the conference on trans- 
Atlantic rates and thus end the rate war which followed the 
refusal of officials of that line to join with the other operators 
in the matter of rates. The chairman said increases in rates 
were necessary to avoid further losses. He did not think the 
increases would have any appreciable effect on the volume of 
traffic because that had reached about the lowest possible point. 


WAGES FOR SHIP LABOR 
The Trafic World Washingtcn Bureau 


At the conference of representatives of steamship owners, 
operators and Admiral Benson, chairman of the Shipping Board, 
relative to readjusting the wages and working conditions of ap- 
proximately 60,000 stewards, marine engineers, seamen, firemen 
and cooks, April 1, Chairman Benson stated that his position was 
that there must be a revision of wages that would result in reduc- 
tions, that overtime must be eliminated as much as possible, and 
that certain rules and regulations must be modified. Revision of 
the wages and working conditions, however, he said, should not 
be attempted in advance of conference with representatives of 
the employes. Conferences with the heads of the unions affected 
would be arranged, he said. 

It was understood that tentative percentage reductions rang- 
ing from 20 ao 30 per cent were discussed by the conference. 
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Those who attended were Eugene E. O’Donnell, chairman of the 
committee on wages and working conditions of the American 
Steamship Owners’ Association; Winthrop L. Marvin, vice-presi- 
dent of the association; A. J. McCarthey, representing the In- 
ternational Mercantile Marine; F. C. Osborne of the Munson 
Steamship Line, and Robert F. Hand of the Standard Oil Com- 
pany of New Jersey. 

The executive council of the Marine Engineers’ Beneficial As- 
sociation, representing 15,000 marine engineers, in a telegram to 
Admiral Benson, requested permission to appear before the board 
“to show cause why it is against the best interests of the Ameri- 
can merchant marine in general and the United States Shipping 
Board interests in particular to reduce wages of marine engi- 
neers employed in ships operated by the United States Shipping 
Board at present time.” 

Admiral Benson has stated repeatedly that there must be 
some reduction in wages if the operation of ships by the board 
or by private owners is to continue. The cost of operating ships 
is so great in comparison to the revenues, it is pointed out, that 
there must be reductions in operating expenses. 

The present wage and working condition agreements be- 
tween owners and operators out of Atlantic and Gulf ports expire 
May 1. The situation on the Pacific coast is being handled sep- 
arately, but will no doubt be influenced by the decisions reached 
by the Atlantic and Gulf operators. 


STEAMSHIP CONTRACT MODIFIED 


The Trafic World Washington Bureau 


The U. S. Shipping Board has agreed to modification of its 
contract with the United States Mail Steamship Company under 
which the company chartered thirteen of the ex-German liners, 
which were taken over by the government when war was declared 
on Germany, to the extent that it will bear the exepnse of re- 
conditioning the George Washington and the Amerika. two of 
the ships involved in the contract. The cost of doing this work 
is estimated at from $1,500,000 to $1,700,000. Further revision of 
the contract will be left to the incoming board, it was announced. 
Chairman Benson said the board expected to get the two vessels 
ready for service by July 1. Officials of the company requested 
modification of the terms of the contract on the ground that due 
to changed conditions in the shipping world it could not meet the 
contract without loss. 





VESSELS SAFELY LAID UP 
The Traffic World Washington Bureau 


A thorough investigation by Shipping Board officials of 
charges that approximately 38 ships tied up by the board at 
Phall’s Island, N. Y., were in danger of great damage has re- 
vealed that the vessels are as safely laid up where they are as 
they could be anywhere, according to Admiral Benson, chairman 
of the board, and Capt. Paul Foley, director of the division of 
operations. The charges were made by J. N. Patton, a former 
port captain employed by the board. He asserted the condition 
of the ships had been brought to the attention of the board but 
that no action had been taken to remedy the situation. 

Capt. Foley said the matter had been investigated repeatedly 
and that instead of the board being in danger of losing money 
on the ships, it was saving at the rate of $1,250,000 annually, as 
that would have been the cost to the board of tying up the ships 
at docks or in a harbor. When tied up, the vessels were in all 
stages of physical upkeep, Capt. Foley said, and the crews in 
charge had been directed to protect the “guts” or machinery of 
the ships. The exterior of the vessels, he said, did present a 
sight that to the laymen might be regarded as indicative that 
they were in bad shape. 

The water around the ships, it was charged, contained acids 
which would damege the vessels, but Capt. Foley said that 
charge had been disproved by a chemical analysis of the water. 
Phall’s Island was selected, Capt. Foley said, because it afforded 
the best achorage that could be obtained at the time for the 
vessels. 


SHIPPING BOARD ECONOMIES 


The Trafic World Washington Bureau 


A further reduction in the number of operators to whom 
Shipping Board vessels have been allocated for operation will 
be made in the near future by the Board. Admiral Benson said 
that in the last year the number had been reduced from about 
180 to 97 at present and that there would be a further reduction 
in the interests of economy. 

The overhead expenses of the operating division of the board 
have been cut from $26,000,000 annually to from $16,000,000 to 
$18,000,000 in the last year, Chairman Benson said. Reductions 
in personnel in all branches of the board’s service are being made 
to effect economies, he added. Owing to lack of cargoes, a num- 
ber of Shipping Board vessels have been withdrawn from the 
coastwise service and other withdrawals will be made. It is 
not proposed, however, to withdraw vessels from regular routes, 
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the chairman said, but that the board’s policy of economy would 
also be extended to that service. 

In a review of ocean shipping conditions in March, the Fed- 
eral Reserve Board said April 1: 

“The number of idle ships in American ports continued to 
increase during March, although there was some reduction in 
the weekly rate of increase as compared with January and 
February. It was reported on March 14 that 536 steel vessels 
of the Shipping Board were idle and withdrawn from com- 
mercial operations. In addition, 286 wooden vessels were tied 
up with caretakers. The tonnage of these 822 vessels is more 
than 3 per cent of the government-owned merchant fleet. When 
the policy of laying up ships had to be inaugurated last fall for 
lack of remunerative cargoes, the smaller ‘Lake type’ was the 
first class of vessels to be withdrawn. More recently many of 
the largest freighters have been unable to secure full cargoes 
on the outward voyage, while the homeward trip would have 
to be made in ballast. Consequently the vessels still in service 
are for the most part the medium or ‘handy-sized’ freightors 
and combination freight and passenger liners. 

“The charter market continues inactive and freight rates 
in practically every trade have reached a point so low that many 
ship operators are no longer interested in doing business. The 
regular liners are carrying most of the traffic with curtailed 
sailing schedules only sufficient to maintain trade routes. These 
conditions are not peculiar to the United States and are indica- 
tive of what is going on in shipping circles in more or less 
marked degree throughout the world.” 


CUNARD TO SCRUTINIZE EMIGRANTS 


The Cunard Line announces that it is completing arrange- 
ments in European ports to see that all emigrants engaging 
third class passage to the United States are properly prepared 
to pass the rigid health requirements of American ports. The 
company has secured boarding establishments for emigrants 
in some cities, while in others it will erect concrete hotels 
where passengers may live at a nominal cost while waiting for 
the steamer to arrive in port and where they will be subjected 
to close scrutiny as to health and sanitary condition. 

In Antwerp, where it was inconvenient to secure an entire 
hotel for the purpose of housing emigrants, arrangements were 
made with a large boarding establishment where prospective 
passengers will be kept untii the company’s medical staff gives 
them clean bills of health. 

In Rotterdam the company took over the boarding house 
formerly used by the Uranium Company at that port and it has 
been refitted to comfortably accommodate 1,500 persons. Cleans- 
ing and disinfecting plants have been installed. 

At Cherbourg arrangements have been made in conjunction 
with another steamship company to build a concrete hotel large 
enough to house over 2,000 persons at a time and capable of 
enlargement if necessary. The design will be on the quadran- 
gular principle with a large dining hall in the center where be- 
tween 800 and 1,000 people may be seated at one time. The 
sanitary improvements will include equipment for cleaning and 
disinfecting emigrants and baggage. The building will be com- 
pleted about May, 1922, and part of it will be in use earlier. 
The structure will be of concrete and will be three stories 
high. The two upper stories will be used exclusively as sleep- 
ing quarters, while the entire first floor will be given up to 
public rooms for the comfort and convenience of passengers 
during their stay in Cherbourg. In the meantime, boarding es- 
tablishments have been obtained in the French port that will 
accommodate 800 to 1,000 emigrants. 

Persons considered: unfit by the medical staff at any of 
these boarding establishments will not be permitted to sail 
for the United States. 





CONCRETE TANKER FOR SALE 
The Shipping Board has offered for sale the concrete tanker 
S. S. Selma, 7,500 deadweight tons, located at Galvesion, Tex. 
The board announced that permission will be granted for a 
transfer to foreign registry. Bids will be opened by Chairman 
Benson April 25. 





BIG FOUR NOTES 


The Commission has authorized the Big Four to give a new 
promissory six months’ 6 per cent note for $2,500,000 to J. P. 
Morgan & Co., dated April 1, to take the place of one given by 
it on October 1. The money obtained on the prior note was 
used in buying 30,547,500 francs worth of the Big Four’s Euro- 
pean loan of 50,000,000 francs of 1910. The purchase was made 
last fall on account of the favorable rate of exchange. At the 
time the Big Four pledged the bonds, it bought from the French 
holders as security for the loan from Morgan & Co. It also 
agreed to pay off the bonds at maturity at the rate of 5.1813 
franes for a dollar. The bonds are payable, in francs, at tle 
Paris office of Morgan, Harjes & Co. Now that the note of 
October is due, the Big Four finds that it needs all its money 
for current requirements and that it is desirable to extend (he 
debt so incurred for another six-month period. 
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April 9, 1921 


HEARINGS ON WAGE REDUCTIONS 


A resolution, made public by the U. S. Railroad Labor Board, 
April 7, reopens, in.effect, the entire railroad wage situation 
which was settled by the board’s wage decision No. 2 in July, 
1920. It is proposed to hear the disputes between the 26 lines 
that have already filed complaints and their employes on April 
18, and all other disputes filed and docketed before that time 
jointly, so that the board may settle with a single decision what 
“constitute just and reasonable wages for all classes” of railroad 
employes. Only eight hours will be allowed to the carriers and 
the same amount of time will be allowed to the labor organ- 
izations to present oral testimony. No limit, other than the 
time limit of April 20, is placed on written evidence. The resolu- 
tion is as follows: 

“Whereas, application for the decision of disputes as to 
what shall constitute just and reasonable wages for certain 
classes of the employes of the following named carriers have 
been filed with this board: New York Central Railroad; Chi- 
cago, Indianapolis & Western; Boston & Maine; New York, New 
Haven & Hartford; St. Louis & San Francisco; Chicago Great 
Western; Denver & Salt Lake; Boston & Albany; Ann Arbor; 
Boston Terminal; Pittsburgh & Lake Erie; Gulf Coast Lines; 
Buffalo, Rochester & Pittsburgh; Toledo & Ohio Central; De- 
troit & Mackinac; Rutland Railroad; Delaware, Lackawanna & 
Western; Lehigh Valley; Atchison, Topeka & Santa Fe; Gulf, 
Colorado & Santa Fe; Erie Railroad; Chicago & Northwestern; 
Indiana Harbor Belt; Lehigh & New England; Maine Central, 
and Cleveland, Cincinnati, Chicago & St. Louis, and subsidiaries; 
and, 

“Whereas, The carriers named were parties to Decision No. 
2 of this board; and, 

“Whereas, More than two hundred other carriers were par- 
ties to Decision No. 2; and, 

“Whereas, There are reasonable grounds to believe that a 
number of other carriers parties to Decision No. 2 are about to 
file application for decision on disputes as to what shall con- 
stitute just and reasonable wages; and, 

“Whereas, In the judgment of this board, it is desirable 
that this board hear at one time and decide in one decision, so 
far as may be, the question as to what may constitute just and 
reasonable wages for all classes of employes of carriers parties 
to Decision No. 2 as to whose wages there may be disputes; 

“Resolved, That 9:30 a. m., Chicago time, Monday, April 18, 
1921, be set as the date of hearing at which the board will hear 
the representatives of the parties to disputes on the carriers 
named above, and all other disputes filed and docketed prior 
to that time between carriers and employes of carriers parties 
to Decision No, 2, if ready for presentation. 

“The carriers will be allowed eight hours and the organ- 
izations eight hours for oral presentation and argument. The 
carriers and organizations will arrange for representation ac- 
cordingly. Evidence to any extent desired by either party may 
be submitted in writing, furnishing adverse party with copy 
thereof. All such written evidence must be submitted prior to 
April 20, 1921.” 

The request of the New York Central for an emergency re- 
duction in the wages of unskilled labor, pending the hearing of 
its application, was disposed of in the following statement, issued 
April 7: 

“The board has denied the application of the New York 
Central Railroad Company for a provisional order authorizing 
the carrier to put into effect April 1 a reduction in wages of 
unskilled labor, pending final decision by the board. The dis- 
pute between this road and certain of its employes relating to 
proposed reduction in wages will be heard on April 18 in con- 
nection with similar disputes which have been filed by other 
railroads.” 

Some dissatisfaction was expressed in railroad circles re- 
garding the resolution of the Labor Board, that all the wage 
disputes filed and docketed before April 18 would. be heard 
on that day. The impression was that the result of such a 
hearing would be a decision of nation-wide application, to which 
the railroads strenuously object. Inquiries at the Labor Board, 
however, elicited the information that, in the opinion of at least 
one of the board members, there was nothing in the resolution 
‘o prevent the making of separate decisions on each one of the 
disputes. G. W. W. Hangar, public member of the board, made 
lt plain that the cases had been consolidated only for purposes 
of hearing and that the decision to hear them jointly was made 
m order to expedite the consideration of the cases, which, if 
heard separately, might require several months’ work. 

“If certain of the disputes contain peculiarities which in 
the opinions of the parties require special consideration, the 
facts will probably be brought out through documentary and 
Written evidence,” said he. “It is impossible to say now whether 
one decision will cover all of these cases or whether each one 
Will require a separate decision. At any rate, there is nothing 
lM the resolution which will necessitate the cases being disposed 
of with a single decision.” 

_The examination of W. G. Besler, president of the Central 
Railroad of New Jersey, before the Labor Board, April 4, was 
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devoid of startling developments. Mr. Besler said the railroad 
would be entirely willing to have rates reduced if operating ex- 
penses could be lowered to a level where such a cut would be 
possible. 

When asked to point out the rules in the national agree- 
ments that had been in effect on his road in substantially the 
same form before the national agreements were promulgated, 
Mr. Besler said he believed his attorney was better qualified 
to answer. Frank P. Walsh, attorney for the labor unions, who 
questioned the witness, insisted, however, that Mr. Besler an- 
swer personally and there followed a minute going over of the 
rules, with the result that the railroad executive admitted a 
number of the overtime pay rules, leave of absence rules, and 
safety rules had been in force on his road prior to federal con- 
trol. 

Mr. Besler frequently referred to the “golden rule” as the 
most workable basis. He said the employes of his road had 
drawn up a plan for relations between the men and the man- 
agement which they had intended to put into effect at the close 
of the period of federal control. The national agreements inter- 
fered, however, and the plan has never been tried out. 


Something of what was in the mind of the labor leaders 
was, perhaps, revealed when Mr. Besler asked Mr. Walsh if the 
workers would not be better off with lower pay and steady 
work instead of asking for pay which the industry could not 
pay and thus had to be shut down. To which Mr. Walsh replied 
that “the industry should turn to government ownership.” 

A letter from E. E. Loomis, president of the Lehigh Valley, 
who had also been called to testify, was read. Mr. Loomis said 
he had no information that would be of value in the proceedings 
and, therefore, he did not consider it necessary to attend. Mr. 
Walsh said that he would not insist on his appearance. 

H. E. Byram, president of the Chicago, Milwaukee & St. 
Paul Railroad, was questioned by Frank P. Walsh, attorney for 
the labor unions, before the Labor Board, April 5. Mr. Byram 
said he believed all agreements between employers and em- 
ployes should be in writing, but that they should be drawn up 
by those whom they directly affected. He said national agree- 
ments did not, in his opinion, serve to prevent strikes and labor 
troubles, citing the fact that there had never been a strike on 
the Burlington road while he was connected with it and that 
there had been no rules in that time. Touching on the subject 
of the eight-hour day, Mr. Byram said he did not believe his 
opinion as to whether it was proper or not should carry weight. 
“I believe that the length of the work-day is one of the most 
important factors in all industry,” he said, “but I also believe 
that it should be regulated by mutual agreement and not by 
law.” 


Mr. Walsh also questioned Mr. Byram regarding the labor 
committee reports which played such an important part in the 
determining of what policy the Association of Railway Ex- 
ecutives would follow with regard to national agreements. Mr. 
Byram repeated the information given two weeks ago by W. W. 
Atterbury, vice president of the Pennsylvania, which was that 
the committee had recommended the formation of boards of 
adjustment but that the association had decided to follow an 
opposite course, as advised by Mr. Atterbury in a minority 
report. 

It was announced, April 5, that 26 separate wage reduction 
cases had been filed in the last month. Most of these concern 
only the wages of unskilled labor but several are prayers of 
carriers for general wage and salary reductions. A decision on 
the request of the New York Central for a temporary reduc- 
tion in the wages of unskilled labor, pending the hearing of 
the request for a general reduction, is expected within a few 
days. 

Frank McManamy, assistant director of operations for the 
Railroad Administration during the period of federal control, 
who represented the government in the negotiations which ied 
to the adoption of the so-called national agreements, testified 
before the Labor Board, April 6. He outlined the steps which 
preceded the acceptance of these rules by the administration 
and denied, as was stated earlier in the hearings by W. W. 
Atterbury, vice-president of the Pennsylvania, that the admin- 
istration had been forced into accepting them through strike 
threats on the part of the railroad workers. 


Mr. McManamy asserted that the only reasons which caused 
the administration to put these uniform rules into effect was 
the conviction that railroad operation could be made more effi- 
cient thereby. “The Railroad Administration was not coerced,” 
he said, “it proceeded along the lines it thought best for the 
country at large and for the railroad industry. There were not 
threats and there was no intimidation. It is true that there 
were some strikes but these were small and were rendered inef- 
fective by the policy of the Railroad Administration to refuse 
to deal with the men until they returned to work.” 


Questioned as to his own opinion of the value of the agree- 
ments, the witness said he thought they had done and were still 
doing much to quell industrial unrest, make railroad operation 
more efficient, stop bad practices on the part of some roads in 
hiring men away from other roads, and reduce labor turnover 
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because of the national uniformity of working conditions and 
wages. 

A spirited defense of the attitude adopted by organized 
labor during the war and a complete denial that these organiza- 
tions have been responsible for the increased costs on the 
roads was made April 7 before the Labor Board by Frank Mc- 
Manamy, assistant director of operations for the Railroad Ad- 
ministration during the period of federal control. Whatever 
falling off there has been in the personal efficiency of individual 
workers can be charged, according to Mr. McManamy, against 
the management, since “the attitude of the management has 
much to do with the attitude of the employe”; and because “sins 
vf omission on the part of the management were worse than 
the sins of commission in the shop.” 

This latter statement caused W. L. Park, railroad member 
of the board, to inquire whether it was the intention to charge 
that the conduct of those railroad executives who held super- 
visory positions during the war had deliberately worked against 
the best interests of the country, but the witness denied that 
he had had any such thought in mind. 

“The records of the Railroad Administration, on the other 
hand,” continued Mr. McManamy, “do not justify the charge that 
the national agreements have increased the costs and decreased 
efficiency on the railroads of the country.” Asked as to whether 
he could produce figures to prove this statement, the witness 
replied that it would be borne out by “complete month-by-month 
records of locomotive repairs now in the offices of the Railroad 
Administration.” 

Mr. McManamy described the difficulties under which the 
railroads operated during the war. He said that if it seemed that 
more employes had been hired than were necessary to carry 
on the business of the roads, it was because extra precautions 
had to be taken to maintain uninterrupted service and because 
of the difficulty in obtaining able young men and the necessity 
of urging many men who could ill be spared to join the colors. 
Asked regarding to what extent political influence was a factor 
in making appointments to important positions, Mr. McManamy 
said that, to his knowledge, political influence was not present 
in a single case and that in most cases the men were practically 
drafted to fill the most responsible positions. 

Formal denial of the letter, introduced some time ago by 
Frank P. Walsh, attorney for the unions, which ordered the 
subordinate executives to resort to any methods to hamper labor 
organization and which Mr. Walsh charged had been sent out 
by I. W. Geer, general manager of the southwestern region of 
the Pennsylvania System, was made by that railroad April 7. 
Although responsibility for the letter was denied, orally, im- 
mediately after its introduction, it was never repudiated by the 
labor leaders and the formal denial was made so that the board 
could rule on the question as to whether or not the letter should 
be introduced as evidence. 


BEEK WIRES PRESIDENT 


J. H. Beek, executive secretary of the National Industrial 
Traffic League, on March 30, wired President Harding as follows: 

“In your conference with Chairman Clark of the Interstate 
Commerce Commission and Chairman Barton of the Railroad 
Labor Board, as announced in the press of this date, we respect- 
fully request you to consider the petition of intervention filed 
with the Labor Board by the National Industrial Traffic League 
as representative of many thousands of the largest shippers and 
freight payers in the United States, and the order of denial by 
the Labor Board. We insist that the public, and especially the 
shipping public, has a vital interest in the present controversy 
and that it should be given an opportunity to present important 
testimony which will not otherwise be presented. Chairman 
Clark can furnish copies of the petition and order of denial.” 

The conference referred to was held March 31. It is not 
known whether the topic suggested by Mr. Beek was discussed. 

Washington, D. C.—In reply to the telegram sent to President 
Harding on behalf of the Traffic League, relative to the request 
that an opportunity be afforded the-public to submit testimony 
before the Railroad Labor Board, the President wired that he 
would refer the matter to the proper congressional committee. 

Senator Cummins, chairman of the Senate committee on 
interstate and foreign commerce, has received from the President 
the telegram which Mr. Beek sent. The senator said, April 5, 
that the matter would be considered at the first meeting of the 
committee after Congress convenes on April 11. 

Evidently the President, as indicated by his action in re- 
ferring the matter to the Senate committee, regards the issue 
raised by the National Industrial Traffic League as one that must 
be remedied by additional legislation, if relief is to be assured 
along the lines desired by the League. 

The Railroad Labor Board now has ample authority under 
the law to grant petitions of the character filed with the board 
by the National Industrial Traffic League, in the opinion of 
Senator Cummins, but he does not favor amendment of the labor 
provisions of the transportation act so that commercial organiza- 
tions could intervene in proceedings before the board. The 
senator expressed this view April 6 in discussing the action of 
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the President in referring to the Senate committee on interstate 
commerce the telegram from Mr. Beek relative to the League’s 
petition. 

Senator Cummins said there was nothing the President could 
do in the matter except refer it to the committee with the view 
of it going into the question of whether there should be addi- 
tional legislation to meet such cases. 

“I think such intervention would have to come under the 
rule of amicus curiae, so that the number of organizations per- 
mitted to intervene could always be within the power of dis- 
cretion of the board,” said the senator. “It does not seem to 
me to be practicable to require the Labor Board to hear every 
organization which may be interested in freight rates. I think 
the board has the power to allow such organizations to appear 
before it but that it is within its discretion as to whether they 
may appear.” 


JEWELL ASKS NATIONAL CONFERENCE 


A further plea for a national conference between representa- 
tives of the railroad employes and representatives of the rail- 
road managements, who must, however, be “practical mechanical 
department officials” was made, April 7, in a telegram sent to 
President Harding by B. M. Jewell, president of the railway em- 
ployes’ section of the American Federation of Labor, and signed 
by Mr. Jewell and the heads of six other railroad labor organi- 
zations. The employes assert their willingness to agree to the 
abrogation of any of the national agreements “which may be 
unjust and unreasonable,” and at the same time lay down eight 
principles on which they claim all negotiations should be based. 
These are: The right of collective bargaining; no discrimina- 
tion because of union membership; recognition of the majority’s 
right to represent the minority; the eight-hour day; punitive 
overtime payments; rules for defining the various classes of 
work; seniority rules and safety rules. 

“We ask,” continues the telegram, “that a conference com- 
mittee be called, composed of practical mechanical department 
officials from each of the general managers’ districts to repre- 
sent the carriers and an equal number of representatives selected 
by the employes to represent the employes. This conference 
committee should agree what disposition should be made of any 
rules it might deem impracticable of general application. They 
should attempt to agree upon such rules as can be made gen- 
eral in their application upon all railroads in so far as it is 
possible to have such uniformity without imposing unjust or 
unreasonable conditions, and they should recognize those prin- 
ciples and safeguards which the members of our organizations 
consider to be fundamental and irreducible.” 

The dispatching of the telgram so soon after Mr. Jewell’s 
return from his conference with the President has added con- 
siderably to its significance. It is not known, however, whether 
the President suggested such a move because it was generally 
understood that, prior to his conference with the labor leaders, 
he had little sympathy with their plan for a national conference. 


SOUTHERN LEAGUE PETITIONS BOARD 


In a letter addressed to Chairman R. M. Barton, of the U. S. 
Railroad Labor Board, dated March 31, the Southern Traffic 
League asks the board to accept its more liberal interpretation 
of Section 309 of the transportation act in place of that placed 
on this section by the board in refusing the petition for inter- 
vention filed by the National Industrial Traffic League. 
The letter states that a special committee of the South- 
ein Traffic League, after studying the questions involved in case 
No. 101-1, recommended that the Southern Traffic League adopt 
the N. I. T. L. petition as its own. The letter, written by M. M. 
Caskie, chairman of the committee says: 

“You have declined to allow the National Industrial Traffic 
League to become a party to the present proceeding under an 1D 
terpretation you have placed upon Section 309 of the transporta- 
tion act, reading as follows: 

Any party to any dispute to be considered by an adjustment board 
or by the Labor Board shall be entitled to a hearing, either in person 


or by counsel. p ’ 
“An interpretation of this section should be made in the light 


of other sections of the same act, and I invite your respectful at: 
tention to Section 303 of the transportation act, reading in part 
as follows: 
Three members, constituting the public group, representing the 
public, to be appointed directly by the President, by and with the 
advice and consent of the Senate. 7 d 
“If the public cannot become a party to the proceeding an 
it would not be in the public interest to hear from the public 2 
the matter pending before your Board, it would not have been 
the intent of Congress to specifically provide for three members 
of your Board to constitute the public group and to represent the 


public. The composition of your board requires three member 
constituting the labor group, representing the employee ane 


sub-ordinate officials of the carriers; three members constitutns 
the management group, representing the carriers and three mem 
bers constituting the public group, representing the public. - 
“If the public in fact cannot intervene and become 4 od 
to proceedings before you, and the door is open only to hear! 
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from the management group and the employes group of the car- 
riers, the public group, revresented on your Board and desig- 
nated to represent the public, will be only able to base their 
decisions upon information which they have secured from the 
testimony and exhibits introduced by parties belonging to the 
employes group and the management group of the carriers. The 
public can never become a party to your proceedings except 
through intervention petitions. The public can only become a 
party to any dispute being considered by the Labor Board, by 
peing allowed to be made a party. It’s not a party in the first 
instance, but can become a party by intervention and once hav- 
ing become a party, is entitled to a hearing either in person or 
by counsel. You cannot deny the public to intervene in the pro- 
ceeding, because it’s not a party in the first instance. It only 
pecomes a party to the proceeding when you allow the interven- 
ing petition and there is nothing in the transportation act creat- 
ing the Railway Labor Board excluding the public from being 
heard in controversies arising before it, but on the other hand, 
specifically provides for representation on your board of three 
members constituting the public group which is exactly the same 
number designated from the employes group and the manage- 
ment group of the carriers. 

“For Congress to establish a tribunal the personnel of which 
shall, in equal parts, represent the public, the railway manage- 
ment and the railway employes and then to exclude as a party to 
any proceeding before the Board ‘the public’ would be a futile 
thing and serve to defeat, to a large extent, the very purpose for 
which the Board was established. 

“Wherefore, the petitioner, the Southern Traffic League, re- 
spectfully requests and urges the United States Railway Labor 
Board to re-consider its decision, denying the intervening peti- 
tion of the National Industrial Traffic League and issue an order 
permitting the National Industrial Traffic League to become a 
party to the proceeding and allow the Southern Traffic League 
to adopt and make its own, said intervening petition of the Na- 
tional Industrial Traffic League.” 


LABOR BOARD APPOINTMENTS 


The Trafic World Washington Bureau 


James J. Forrester, member of the labor group of the United 
States Railroad Labor Board, whose present term expires April 
15, has been nominated for reappointment by the railroad labor 
organizations in Group 3 designated by the Interstate Commerce 
Commission. This group consists of the Order of Railroad 
Telegraphers, the United Brotherhood of Maintenance of Way 
Employes and Railroad Shop Laborers, the Brotherhood of 
Railway Signalmen of America, the Brotherhood of Railway 
and Steamship Clerks, Freight Handlers, Express and Sta- 
tion Employes, and the International Brotherhood of Stationary 
Firemen and Oilers. Mr. Forrester formerly was head of the 
Brotherhood of Railway and Steamship Clerks, Freight Han- 
dlers, Express and Station Employes. The nomination has been 
received at the White House. 


INCREASES IN WAGES 


The Trafic World Washington Bureau 


The total wage bill of the class I roads, including switching 
and terminal companies, for 1920, was $3,733,816,186, an increase 
of $897,016,186 over the wage bill for 1919, according to statistics 
issued by the bureau of statistics of the Commission, April 2. 
The bureau explained that the reports of back pay for May and 
June were not quite complete and that, therefore, the total pay- 
roll stated above is somewhat below what will appear in the final 
annual report for 1920. 

The increase in the payroll is due to the wage increases 
ordered by the Railroad Labor Board last July, the payment of 
increases ordered by the Railroad Administration in completing 
its cycle of war increases, and an increase in the number of em- 
Dloyes. The exact amount of the increase attributable to the 
wage increase ordered by the Labor Board has not been estimated. 
- The payroll for 1920 as stated by the bureau of statistics 
ollows: 

Pt GiintOe Old) AMER. coisa din eine er dews Owrewe den weenions $ 795,616,330 


RN ee, GUN TIME oon coe w'e din dbin ao lenisig nk candies 801,063,938 
PD SU SU MINE ooo nad t 50 0a sa: 4A spares Gamelan ase « 102,419,680 
Third I, OR so ae daw ee Rlaracmeieerein elon wane i 1,052,109,451 
PU CRUE TU TURIN 6 asic shede sco oc cnwsins comeenens 982,606,787 

UNM UI 35 tcoiahs aa, hice aiase a eee lpln te aerials meee See LT $3,733,816,186 


The amounts given for the first and second quarters are 
based on the rates of pay prior to the advances ordered by the 
Labor Board. 

The payroll in 1919 amounted to $2,836,800,000 for an aver- 
age number of 1,913,000 employes, according to the reports of 
the Railroad Administration for that year. 

The statement of the bureau giving the total payroll for 
1920 was issued with the final quarterly statement for 1920. 
This shows that the average number of employes in the last, 
quarter was 2,060,368. In October the number of employes in 
Service at the middle of the month was 2,136,259; in November, 
“068,454, and in December, 1,976,429. 
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The figures given out by the Commission show, it is believed, 
as did the recently announced figures showing the effect of the 
wage increases for the month of July alone, that the wage in- 
crease ordered by the Railroad Labor Board will be finally shown 
to be more than $700,000,000 annually. 

Addition of the payroll of the first two quarters of 1920, 
which was on the old basis of pay, gives a total of $1,596,680,268. 
Addition of the payroll for the last two quarters, on the new rate 
of pay, and of the back pay for May and June, gives a total of 
$2,137,135,918. The difference between the two amounts is $540,- 
455,650, which represents the increase in pay for the last eight 
months of 1920, or two-thirds of the year. On that basis the 
annual increase would be $810,683,475. 


REORGANIZATION OF BOARD ASKED 


Because “the public is not now represented” on the U. S. 
Railroad Labor Board, the Illinois Manufacturers’ Association 
believes that the entire board should be reorganized. A request 
for such a reorganization was made in the following telegram 
sent to President Harding, April 1: 

The Illinois Manufacturers’ Association, which represents plants 
employing in the neighborhood of a million men and women who are 
freely co-operating to adjust themselves to the new conditions and 
who are willingly, in most cases, accepting reduced wages, heartily 
approves of your action in investigating the railroad situation. No 
readjustment of railroad rates is possible during the existence of the 
national agreements or while railroad wages are at their present high 
level. We respectfully urge that you reorganize the United States 
Railroad Labor Board, on which the public is not now represented, 
and insist that the public be given hearings because the public 
eventually pays the bill. The board as organized at present has denied 
the shipping interests any opportunities to show why the expenses 
of transportation are blocking the progress of business. Our wage 
earners in Illinois are suffering on account of the inactivity of our 
plants and capital is suffering because it is idle. One of the prime 
factors in the readjustment following the war is the placing of the 
railroads on a sound basis. 

When asked as to how the President was expected to effect 
this reorganization, John M. Glenn, secretary of the association, 
said: 

“All the members of the board should be requested to resign 
because, although they have been appointed to represent the 
people of the country, they are, in reality, nothing more than 
representatives of organized labor and have been doing their 
best to satisfy all of the unions’ wishes. The game they are 
at present playing is nothing more nor less than a confidence 


game.” 


SHORT LINES QUESTION JURISDICTION 


In a brief filed with the United States Railroad Labor Board, 
the American Short Line Railroad Association not only denies 
the right of the board to include its member roads in any de- 
cision it might make regarding rules and working conditions, 
but categorically denies the jurisdiction of the board over the 
whole of the dispute because it is attempting “to do that which 
the law does not authorize and its decision, therefore, would 
not be valid.” 

Ben B. Cain, attorney for the association, attacks the juris- 
diction of the board in the entire dispute on two points: First, 
that former President Wilson’s bi-partisan board, through which 
the original wage dispute came to the board, did not, in fact, 
represent the parties “directly interested in the dispute,” and, 
second, that, even assuming it did properly represent these 
parties, it never had authority to diseuss nor did it ever discuss 
the subject of rules and working conditions, and that, there- 
fore, there has never been any such disagreement after confer- 
ence as provided for by the letter of the transportation act. 

In support of his first contention Mr. Cain quotes correspond- 
ence to show that the only authority that the railroad members 
of the bi-partisan board had for representing the railroads was 
that delegated to them by the Association of Railway Executives, 
and that the list of roads submitted at the time this authority 
was claimed did not even include all the member roads of the 
association. The second contention is substantiated by quoting 
from the former President to the effeet that the bi-partisan board 
was created “for the purpose of attempting to agree by confer- 
ence on the solution of this wage problem.” Again, Mr. Cain 
quotes from the record of the board at its hearing, April 17, 
1920: “The so-called bi-partisan board only has such authority 
as was delegated by the Association of Railway Executives for 
them as to speaking for certain lines.” And, again: “We (the 
bi-partisan board) were not authorized to deal with national 
agreements; we were authorized to deal with railroad wage rate 
increases.” 

From these contentions Mr. Cain deduces that there has 
never been such a dispute regarding national agreements as the 
law authorizes the board to hear and decide. 

“If the purpose and intent, as well as the plain letter of the 
law, is to be observed the Board will not undertake to decide 
any dispute except one, ‘not decided as provided in section 301’; 
that is to say, a dispute which has been considered by repre- 
sentatives designated and authorized to confer by the carrier 
on one side and employes on the other side, ‘directly interested 
in the dispute.’ 

“Before the Board should exercise jurisdiction an applica- 
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tion must be filed. This application should set forth the nature 
of the dispute and show that it has been considered in confer- 
ence of representatives duly designated and authorized by the 
-_parties directly interested in the dispute (or that one or the other 
of the disputants refused to participate in such a conference), 
and it was found impossible for the conferees to agree. 

“It should also appear that the application is made by a 
party to the dispute in the manner provided by law. Section 
301, after providing for a conference, continues as follows: 

If any dispute is not decided in such conference, it shall be re- 
ferred by the parties thereto to the board which under the provisions 
of this title is authorized to hear and decide such dispute. 

“Parties thereto’ does not mean conferees; it means parties 
to the dispute. This is made plain by careful reading of Sec- 
tion 307, which provides the procedure. That section gives the 
Labor Board the right to take jurisdiction of disputes, ‘not de- 
cided as provided in section 301’—how? 

(1). Upon application of the chief executive of the carrier or 
es of employes whose members are directly interested in the 

(2). Upon a written petition signed by not less than 100 unor- 
eae employes, or subordinate officials directly interested in the 

(3). Upon the Labor Board’s own motion if it is of the opinion 
that the dispute is likely substantiallly to interrupt commerce. 

“But there must be a dispute which has been considered 
in conference (or as to which an honest effort has been made 
to have a conference); and it has not been possible to so decide 
it; and the controversy must be brought to this Board on ap- 
plication of the chief executive of the organization whose mem- 
bers are directly interested in the dispute. 

“The burden of showing the dispute which the Board is 
authorized to hear and decide is, of course, upon the applicant. 
Unless the facts stated by the applicant are admitted by the 
other party or verified and supported as facts and not as mere 
conclusions, the applicant should be required at the hearing 
to show that his organization or his road has honestly and in 
good faith sought to comply with the requirements of section 
301. The American Short Line Railroad Association, as repre- 
sentative of the carriers above named, charges that there has 
not at any time been a conference or attempted conference for 
the consideration of any dispute between said individual roads 
and their respective employes in regard to the rules and work- 
ing conditions sought to be dealt with in this hearing. 

“There was never a conference such as required by section 
301 to consider and, if possible, decide a controversy as to rules 
and working conditions. 

“Such conferees as participiated, namely, members of the 
so-called Bi-Partisan Committee, were not parties designated and 
authorized so to confer by the roads hereinabove named. The 
officers of the Association of Railway Executives were not au- 
thorized to designate and empower the Whiter committee to 
act as representatives of these carriers and we charge that the 
officers of the national railroad labor organizations were des- 
ignated by the employes of these carriers, directly interested, to 
represent them.” 

The argument advanced by Mr. Cain in support of his con- 
tention that the short lines should be left out of the dispute is 
that these roads, with two minor exceptions, were never under 
federal control and that they never recognized the right of 
the Association of Railway Executives to represent them in any 
negotiations. After an extensive historical statement of the part 
that the short lines played in the making of the national agree- 
ments, the brief sums up by saying that “inasmuch as the facts 
are incontrovertible, they (the American Short Line Railroad 
Association) consider that a hearing and decision by the Board 
as to what wages and working conditions shall be put into 
effect by them is not valid and, therefore, in no way binding 
upon them.” 


THE WARFIELD CONFERENCE 


The conference between a special committee of the National 
Association of Owners of Railroad Securities and the chiefs of 
the big four railroad brotherhoods which was held in New 
York, April 4, on the call of S. Davies Warfield, did not result 
in a formal recommendation of the so-called “Warfield plan” 
for operation of the railroads, as had been expected, although 
it is generally understood that the labor leaders favored the plan. 
The statement, issued after the conference and signed by Mr. 
Warfield and Warren S. Stone, president of the Brotherhood 
of Locomotive Engineers, merely expressed the belief that a 
solution of the present railroad difficulties was practicable and 
could be best brought about by co-operation between the man- 
agement, the employes and the stock owners. 

In order to dispel the idea that may have formed in the 
minds of some of the labor leaders who had been invited to 
attend the conference—namely, that Mr. Warfield and his asso- 
ciation speak for the New York Central and the companies which 
it controls—A. H. Smith, president of the New York Central, 
addressed a letter to Mr. Warfield in which he states that the 
board of directors of the system and the officers appointed by 
it are the only mediums through which relations between the 
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corporation and its employes are carried on. Copies of the |e. 
ter, which follows, were sent to the presidents of the foy 
brotherhoods involved: 

“The newspapers print the letter dated the 30th instant, ag. 
dressed by you to the Brotherhood of Locomotive Engineers, the 
Brotherhood of Locomotive Enginemen and Firemen, the Brothe:. 
hood of Railway Trainmen, and the Order of Railway Condve. 
tors of America, in which you, as president of the Railroaq 
Securities Owners’ Association, invite representatives of those 
brotherhoods to confer with a committee of your association for 
the purpose of considering what should be done in regard to 
wages and other matters affecting the railroads. 

“The board of directors of the New York Central Railroad 
Company has directed me to advise your association and yoy, 
as its president, that that board, and the officers appointed by 
it, represent the New York Central and its stockholders in qj] 
matters of management, including relations between the corpora. 
tion and its employes, whether those relations have to do with 
wages, working conditions or practices. The board further 4j.- 
rects me to say that it regards as most unfortunate the attempt 
which you, and the association of which you are president, are 
apparently making to intervene in the present labor situation, 
and that it cannot recognize any right or propriety in your do. 
ing so. 

“Copies of this letter have been sent to the chiefs of the 
four brotherhoods, so that they may understand that neither 
you nor the Security Owners’ Association speak for the New 
York Central or the companies which it controls in asking for 
the conference which you propose to hold.” 

The statement issued after the conference read as follows: 

“The employes’ representation made plain their attitude 
towards the adjustment of deficits at their sole expense, unac- 
companied by comprehensive methods that will lead to general 
economies. 

“After full consideration of the position of the representa- 
tives of the employes and of the possible bases for solution of 
the outstanding difficulties, the representatives of the association 
of both security owners and labor leaders feel convinced that 
a solution is practicable, and through proper co-operation be 
tween all the parties in interest and the governmental agencies 
charged with the responsibility in these matters there should 
be avoided any further substantial delay in adjusting a situation 
that if continued is recognized by the conferees as being de 
structive and impossible. 

“The conference did not deal in detail with wages and work- 
ing conditions, the committee of the association having stated 
that, as expressed in their letter suggesting the conference, it 
was the purpose and desire of the association to be helpful in 
the situation to bring about better relations. There was full 
discussion of the procedure up to date, and of the viewpoint of 
the employes’ representatives. All of the conferees recognized 
the gravity of the situation, and an earnest effort was made to 
approach it through a common understanding of the public in- 
terest involved. It was realized that all parties in interest, the 
public, the investor and the employes, can accept as satisfactory 
no solution which is not based upon efficiency and general ecol- 
omy in service.” 

This latest move on the part of Mr. Warfield, it is expected, 
will widen the breach between him and the railway executives. 
His announcement of a plan for effecting economies in the 
operation of the railroads was not received with approval by 
the executives. Although Mr. Warfield was successful in getting 
his views on rate making embodied in the transportation act, the 
question has arisen as to whether or not he will be as successful 
before the present Congress. 

Regardless of whether the attack on the rate-making sec: 
tion of the transportation act is justified, or whether it would be 
wise to modify it, there is no getting around the fact that con 
siderable sentiment against it exists among the members of Col 
gress. This sentiment might prove to be a bar against any neW 
proposals by Mr. Warfield, it is pointed out. 


FEBRUARY RAILWAY REVENUE 


The Trafic World Washington Bureau 


Reports from 195 Class 1. roads on revenues and expenses 
for the month of February indicate a greater deficit in that 
month than in January, the total deficit for the country as 4 
whole being $7,601,000. In February, 1920, there was a deficit 
of $14,509,000. The deficit in January this year was $1,167,800. 

Revenues for February for the 195 roads totaled $396,029,000, 
a decrease of 4.7 per cent, as compared with February, 1920, 
and expenses totaled $376,614,000, a decrease of 7.3 per cent, 
This decrease in expenses 
is attributed to the slump in business. 

While the freight and passenger figures have not been sep 
arated, officials of the Bureau of Railway Economics said the 
passenger earnings showed an increase in February. 


Inquiries from our DAILY TRAFFIC WORLD sub- 
scribers are answered by mail or wire and are always 
treated as confidential. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
| System, published by West Publishing Co., St. Paul, Minn. 
| Copyright by West Publishing Co.) 
— - 


LOSS OF OR INJURY TO GOODS 


value of Sample Case and Contents Lost Can Be Recovered: 
(Court of Appeals of Kentucky.) Where certain sample 

cages and contents were delivered to carrier by plaintiff passen- 

vr being of the value of $156.55, as shown by uncontradicted 
evidence, and,the carrier lost the same, plaintiff’s right to re- 
cover the specified value cannot be questioned.—Hines, Director- 

general of Railroads, vs, Denny, 227 S. W. Rept. 567. 

Lost Commissions as Damages: 

Damages on account of lost commissions on sales sought to 
be recovered by plaintiff traveling salesman, suing for loss of 
sample cases and contents, held too remote and conjectural to 
be accurately or even approximately ascertained.—Ibid. 

Carrier Liable for Loss of Property Marked Freight, Notwith- 
standing Failure to Mark Another Part of Shipment: 
(Supreme Court of Pennsylvania.) Where railroad by haste 

in moving freight prevented shipper from properly marking the 

freight, and where the railroad received such freight not properly 

marked, and issued a through bill of lading therefor, which did 

not show the markings on the freight, as required by the regu- 

lations of the company adopted under act Cong. June 18, 1910 

(U.S. Comp. St. 8563 (4)), it could not avoid liability for loss, 

umder act Cong, March 4, 1915 (U. S. Comp. St. 8604a), on the 

ground that the shipper did not mark the freight as required.— 

Grammes et al. vs. Central R. of New Jersey, 112 Atl. Rept. 532. 
Shipper’s failure to mark a portion of the freight shipped 

as required by regulations would, in no event, relieve the carrier 

from liability for loss of the properly marked freight.—Ibid. 

In shipper’s action for loss of freight, the carrier, seeking to 
avoid liability because of shipper’s failure to mark the freight 
as required by regulations had burden of proving what portion 
of the freight was not so marked.—lIbid. 

Limitation of Liability—Burden of Proof on Carrier to Show 
Agreement of Shipper to Insure Against Theft: 

(Supreme Court, Appellate Term, First Dept.) In an action 
io recover the value of goods delivered to a truckman for trans- 
portation to a steamship line, the goods having been stolen, the 
burden of proof was on defendant as to a defense that plaintiff 
had agreed to insure the goods against theft in consideration 
of lower trucking rates, and that plaintiff had collected insurance 
for the goods lost.—Levinson et al. vs. Morris Transfer Co., Inc., 
186 N. Y. Supp. 563. 

When a common carrier seeks to limit liability, the agree- 
ment establishing such limitation must be clear and specific.— 
Ibid. 

In an action to recover the value of the goods delivered to 
tuckman for transportation to steamship line which were stolen, 
evidence held insufficient to sustain a finding that plaintiff agreed 
‘0 insure the goods against theft in consideration of lower 
tucking rates.—Ibid. 

A common carrier is liable to shipper for goods stolen, al- 
thuugh the shipper had such goods insured againsnt theft and 
received money from the insurer in settlement of the loss.—Ibid. 


TRANSPORTATION AND DELIVERY BY CARRIER 


Telegram—Non-Delivery Thereof Creating Void Contract Does 

Not Cause Damage: 

(Circuit Court of Appeals, Fifth Circuit.) Plaintiff was not 
damaged by non-delivery of a telegram sent him by a Texas cor- 
oration, accepting his offer to exchange land in Texas for prop- 
tty of the corporation, where, under the laws of Texas, the 
xecutory contract thereby created would have been wholly void. 
~—Jackson vs. Western Union Telegraph Co., 269 Fed. Rept. 598. 

Under Rev. St. Tex. 1911, arts. 1164, 1175-1177, and agree- 
lent by a Texas corporation to exchange property owned by it 
for lands in Texas, which were not needed in any business it 
Was authorized to transact, and were not taken in due course 
of business to secure the payment of a debt, would have been 
lot merely ultra vires, but wholly void, though the exchange was 
for the purpose of winding up its affairs, paying debts, and dis- 
iibuting its assets.—Ibid. 

BILLS OF LADING 


Breach of Warranty of Goods No Defense in Action by Purchaser 
of Bill of Lading for Conversion Thereof: 

(Supreme Court of Iowa.) In action by purchaser of draft 
buyer with bill of lading attached against bank to which the 
‘ait and bill of lading had been forwarded with instructions 
lo deliver bill of lading only on payment of draft, for conversion 
othe bill of lading, breach of warranty of the goods was not 
‘ailable as a defense, since purchaser of bill of lading was 
dota party to the sales contract between shipper and buyer 
Md was not bound by warranty contained therein.—Market 
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State Bank vs. Farmers’ Savings Bank of Meservey, 181 N. W. 

Rept. 486. 

Bank Delivering Bill of Lading Without Payment of Draft Guilty 
of Conversion: 

Bank, which delivered bill of lading without requiring pay- 
ment of draft, to which it was attached in violation of instruc- 
tions of owner of bill of lading, was guilty of conversion of the 
bill of lading and the goods of which the bill of lading was the 
symbol.—Ibid. 

Measure of Damages on Delivery of Bill of Lading Without Pay- 
ment of Draft: 

Where a bank had delivered bill of lading without requiring 
payment of draft to which the bill of lading was attached con- 
trary to instructions of owner of the bill, the owner’s measure 
of damages in an action for conversion was the market value 
of the goods at the place to which they had been shipped in 
excess of the freight charges which would have to be paid be- 
fore they could be disposed of.—Ibid. 

Purchaser of Draft with Bill of Lading Attached Does Not As- 
sume Contract of Seller: 

(Supreme Court of Arkansas.) A bank which purchased 
from the seller of a carload of produce a draft for the purchase 
price with the bill of lading attached did not thereby assume 
the contract of the seller so as to be liable to the buyer which 
had paid the draft for defects in the quality of the produce.— 
Merchants’ Bank of Kansas City, Mo., vs. Pine Bluff Produce & 
Provision Co., 227 S. W. Rept. 603. 


CARRIAGE OF LIVE STOCK 


Good Condition of Cattle: 

(Supreme Court of Iowa.) In an action for damage to cat- 
tle, evidence held to present a jury question whether the cattle 
were in good condition when loaded.—Ball vs, Chicago, R. I. & 
P. Ry. Co., 181 N. W. Rept. 469, 

In an action for damage to cattle, evidence held to support 
the verdict that they were in good condition when loaded.—Ibid. 

In action against a carrier for injuries to cattle shipped, 
farmers and experienced cattlemen, shown competent to speak 
as to values, were properly permitted to give their opinion of 
what “good condition of the cattle’ might be, since the word 
“good” would be readily understood by both the witnesses and 
the jury as meaning sound or’ uninjured condition.—Ibid. 
Value of Cattle: 

In action against carrier for injuries to cattle, a farmer and 
experienced cattleman held a competent witness to speak of 
their value had they not been injured, although he had not seen 
them previous to injury.—Ibid. 

Receivership Not Bar to Suit on Unpresented Damage Claim: 
Where a railroad company was in the hands of a receiver 

at the time of injuries to live stock shipped, but the claim was 

not filed with a receiver under the order of the court, the re- 
ceivership was not a bar to a subsequent action against the 
carrier on the claim.—Ibid. 

Loss and Injury to Hogs from Insufficiency of Ventilation—Evi- 
dence Necessary to Support Action Against Carrier: 
(Kansas City Court of Appeals, Missouri.) In an action for 

loss and injury to hogs in transit, it was incumbent on plaintiffs 

not only to show that the hogs were kept in a place where they 

did not get sufficient air and ventilation on a hot day, as alleged, 

but the carrier had some other track at the point involved where 

they could have been placed without suffering from an insuffi- 
ciency of ventilation.—Howell et al. vs. Hines, Director-General 

of Railroads, 227 S. W. Rept. 619. 

In an action by the shippers of hogs for injuries thereto in 
transit, the trial court erred in giving plaintiffs’ instruction sub- 
mitting to the jury the question whether other cars shutting 
out air from the shipment were placed near the hogs on a side- 
track, there being no evidence of such placing of other cars, 
testimony that “ordinarily you will find lots of box cars there” 
= constituting evidence such cars were present at the time.— 
Ibid. 

Liability of Carrier for Damages to Cattle Placed in Sun During 
Negligent Delay: 

(Kansas City Court of Appeals, Missouri.) If railroad negli- 
gently delayed shipment of cattle, the damage to the cattle sus- 
tained by reason of being placed in the sun and in a badly ven- 
tilated place in railroad yard while waiting to be moved would 
be recoverable as an item of the damages, regardless of whether 
the railroad was negligent in the placing of the cattle at such 
particular place in its yards.—Neeley et al. vs. Hines, Director- 
General of Railroads, 227 S. W. Rept. 650. 

If delay in shipment of cattle was not caused by carrier’s 
negligence, it is not liable for damage sustained as the result 
of being placed in the sun in a railroad yard while waiting to 
be moved, unless there was negligence ih so placing them.—Ibid. 

In action for damage to cattle during transportation, allega- 
tion that the railroad “negligently” placed cattle in the sun held 
a conclusion and insufficient to charge negligence in placing the 
cattle.—Ibid. 

An interstate shipment is governed by the rules of decision 
in the federal courts.—Ibid. 

In action for negligent delay in interstate shipment, plaintiff 
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has burden of showing negligence, the burden of proof being a 
matter of substance.—Ibid. 

Evidence held insufficient to establish prima facie negligent 
delay in shipment of cattle.—Ibid. 





« * 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 


Railroad Not Responsible for Acts of Servants of Federal Di- 
rector-General: 

(Court of Civil Appeals of Texas, Beaumont.) The appellate 
court will take judicial knowledge of all public acts and resolu- 
tions of Congress and proclamations of the President thereunder, 
and judicially knows that on October 28, 1918, the Director- 
General of Railroads promlugated his General Order No. 50, and 
that the President assumed the control, possession and operation 
of the Houston, East & West Texas Railway, and that same was 
under the control of the United States government in September, 
1919.—Houston, E. & W. T. Ry. Co. vs. Tanner, 227 S. W. Rept. 
713. 

A railroad is not responsible for a cause of action accruing 
after the Director-General of Railroads took charge and after the 
promulgation of General Order No. 50, and while its line of rail- 
way was still in the hands of the federal government, and is in 
no way responsible for negligent acts of the servants in furnish- 
ing a leaky car for a shipment of chops.—Ibid. 

Where on appeal by defendant from a judgment for plaintiff 
the undisputed facts clearly show that the case was fully devel- 
oped in so far as any liability could be asserted against the de- 
fendant, it is the duty of the court to reverse and render the 
judgment in favor of the defendant, facts showing that there was 
no liability on the part of defendant.—Ibid. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 
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Term of Time Charter of Lighters Not Extended by Their Una- 
voidable Detention: 

(Circuit Court of Appeals, Second Circuit.) Where lighters 
were chartered in December for one month for use in and about 
New York Harbor, the fact that at the end of the month some 
of them were in Passaic River, where they were held for several 
weeks by ice, held not to operate to extend the charter term, in 
the absence of any provision therefor in the contract or any 
custom to that effect—Schoonmaker-Conners Co., Inc., vs. Lam- 
bert Transp. Co., 269 Fed. Rept. 583. 

Damages for Detention Beyond Term of Time Charter: 

Notification by the owner of chartered lighters, at the end of 
the charter term, that a higher rate of hire would be charged 
thereafter, held not to make such rate the measure of damages 
for their unavoidable detention, where not agreed to by the 
charterer.—Ibid. 


Owner Ordinarily Bound to Have Vessel Seaworthy, but Not if 
Charterer Undertakes to Determine Seaworthiness: 
(Circuit Court of Appeals, Fourth Circuit.) As a general 

rule, the owner of a vessel is bound to the charterer to see that 

she is seaworthy and suitable for the service in which she is 
employerd; but the rule does not apply when the charterer, ex- 
pressly or impliedly, undertakes to inspect the vessel and ascer- 
tain her seaworthiness and fitness for himself.—Portsmouth Fish- 

eries Co. vs. John L. Roper Lumber Co., 269 Fed. Rept. 586. 

Charterer Held to Have Undertaken to Inspect Dredge and De- 
termine Fitness and Seaworthiness: 


Correspondence between the owner and charterer of a dredge 
held to show that the charterer took upon itself the burden of 
inspecting the vessel and ascertaining for itself whether it was 
seaworthy and suitable for the service.—Ibid. 


Loss of Hired Dredge Held Due to Charterer’s Negligence: 
Where the charterer of a dredge undertook to determine its 
seaworthiness for itself and leaks could have been discovered 
by hauling the dredge out on the ways, but the charterer’s agent, 
though knowing that mud probably attached to the hull, so as 
to prevent leakage, would eventually fall away, made no exam- 
ination, and left the dredge at anchor and unguarded, with its 
deck only a few inches above the water line, the sinking of the 
dredge was due to the charter’s negligence.—Ibid. 
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Charterer Not Relieved of Liability for Negligence Because Loss 

Was Not Within Its Liability as Insurer: 

Where the owner of a dredge required the charterer to jp. 
sure the dredge, and the charterer replied that it did not believe 
it could get insurance, but would assume such responsibility 
itself, the fact that the loss of the vessel due to unseaworthiness 
was not within its liability as an insurer did not defeat its ]jg. 
bility as charterer for the loss of the vessel by its negligence 
in inspection and navigation.—Ibid. 

Charterer of Dredge Not Entitled to Subrogation Against Insure, 

Until Payment by It: 

A charterer of a dredge, sued for its loss through its negli- 
gence, was not entitled to credit for the amount of outstanding 
insurance, as it had no right of subrogation until it paid its 
liability to the owner.—Ibid. 

Tug Liable for Loss of Tow: 

(District Court, D., Maryland.) Owner of a tug held liable 
for loss of a barge in tow, where the master left port with three 
barges when storm signals were displayed, and on encountering 
weather no worse than should have been anticipated abandoned 
the barges and failed to take any action to save them after the 
storm had abated.—Dempsey vs. Maryland Transp. Co.; Miller 
Fertilizer Co. vs. Same, 269 Fed. Rept. 665. 

Tug Owner Not Entitled to Limitation of Liability for Lost Tow: 

The owner of a tug, which failed to send assistance to barges 
for two days after being notified that the tug had cast them 
loose in Chesapeake Bay during a storm, held not entited to 
limitation of liability for one which had sunk in the meantime. 
—Ibid. 


NEW COMMERCE COMMITTEES 
The Trafic World Washington Bureau 


Representative Samuel E. Winslow, of Massachusetts, will be 
the new chairman of the House committee on interstate and 
foreign commerce. Mr. Winslow is beginning his fifth term in 
Congress. He became a member of the House committee on 
interstate and foreign commerce six years ago. 

The new Republican members of the committee will be 
Representatives Carl E. Mapes of Michigan; William J. Graham 
of Illinois; Sherman E. Burroughs of New Hampshire; Walter 
H. Newton of Minnesota; and Homer Hoch, of Kansas. The 
House committee on ccmmittees has assigned these members 
to the committee subject to the approval of the Republican 
caucus to be held April 9. The Democrats will have three new 
members on the committee but they had not been designated 
when this was written. 

The members of the committee in the last sesion who did 
not return to Congress were Representatives Esch of Wisconsin, 
former chairman and now member of the Commission; Hamilton 
of Michigan; Ellsworth of Minnesota; Sims of Tennessee; 
Doremus of Michigan; Coady of Maryland; DeWalt of Pennsyl- 
vania, and Sanders of Louisiana. 

There will be no changes on the Senate committee on inter- 
state commerce, it is understood. Senator Cummins will remain 
chairman. The reorganization of the House and Senate com: 
mittees will be completed by April 11, when the new Congress 
convenes in extraordinary session. 


PLANS OF SENATOR CUMMINS 


The Trafic World Washington Bureau 


The resolution calling for an investigation of the railroad 
situation by the Senate committee on interstate commerce will 
be introduced next week by Senator Cummins. He expected 
to have the resolution drawn by the end of this week. 

The Senator also will reintroduce the bill providing for 
amendment of the valuation section of the interstate commerce 
act, so that the Commission will be relieved from reporting the 
cost of reproduction of carrier lands. 

Senator Cummins also said he would favor a bill modifying 
the provisions of section 10 of the Clayton act to the extent of 
exempting from the provisions thereof dealings between carrier 
companies which are members of one railroad system. He said 
he did not favor amendment of the law as applied to dealings 
between carriers and non-carrier companies. 08 

The bill proposing modification of section 10 upon which 
hearings were held in the last Congress died at the close of the 
session, March 4. As finally submitted to the House and the 
Senate, it is understood, the bill was not favored by the railway 
executives. This bill may be reintroduced, but its provisions ma) 
be changed after further consideration. ; 

The question of whether the Railroad Administration will 
change its ruling to the effect that overcharge claims arising 
the period of federal control had to be filled by March 1, 1921, 
or be barred, has been put up to Director-General Davis by 
Senator Cummins. Unless the Railroad Administration indicates 
that the ruling will be changed, Senator Cummins said April 
he will introduce a bill providing for amendment of the trans- 
portation act to the end that such claims which were not i¢ 
by shippers by March 1 will not be barred. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department, 
Corporation, Colorado Building, Washington, D. C. 





(1) Interest on Overcharge Claims. (2) Interest on Loss and 
Damage Claims 


Michigan.—Question: Kindly give us some _ information, 
quoting authority whenever possible, on interest on claims for 
overcharge, loss and damage—whether interest can be charged 
from the day the claim is presented or only after a reasonable 
length of time is allowed for investigation. 

Answer: (1) Under the provisions of Conference Ruling 
No. 489 of the Interstate Commerce Commission, interest on 
an ‘overcharge accrues from the date of its collection by the 
carrier, whether arising from an error in rate, weight or classi- 
fication. 

(2) Although there is some authority to the contrary, many 
eases have held that a plaintiff recovering judgment for loss 
of or injury to goods, is entitled to interest from the date of 
the loss, that is, from the time when the goods should have 
been delivered, or the date of the injury; other cases hold that 
the allowance of interest is within the discretion of the jury, 
and still others that no interest is allowable except by way of 
penalty for misconduct or fraud. The carriers, however, as a 
tule, will not pay interest on loss and damage claims except 
under a judgment of a court of competent jurisdiction. 


Notice to Consignor of Refused Perishable Freight 


Florida.—Question: Please advise us as to notifying the 
consignor of refusal of perishable freight in carloads when re- 
fused by consingee. The shipment in question moved from Jack- 
sonville, June 2, 1918, claimed refused by consignee and sold by 
railroads without knowledge of consignor. We are familiar with 
the U. S. Railroad Administration’s rules 34 and 34-A, but have 
not tariffs of the Pennsylvania Lines bearing upon notification 
to consignor, nor the statute of the state of Pennsylvania in 
regards to sale of perishable freight when refused and consignor 
not notified. 

Answer: The uniform demurrage rules now provide that 
when carload freight is refused at destination, notice of such 
refusal shall, within 24 hours thereafter, be sent by wire to the 
consignor, when known, at his expense, or, when not known, to 
the agent at point of shipment, who shall be required promptly 
to notify the shipper if known. This provision, however, was 
not incorporated in the demurrage tariffs until the publication 
of Agent J. E. Fairbanks’ Demurrage Tariff, I. C. C. No. 4, effec- 
tive December 1, 1919, which tariff published the revised de- 
murrage rules authorized by General Order No. 7-A of the 
United States Railroad Administration, the provision for notice 
to consignor being carried therein in section E-1 of rule 4. 

The courts have, however, generally held that in addition 
to warehousing the goods, the carrier is ordinarily chargeable 
with the duty of notifying the consignor of the consignee’s fail- 
ure or refusal to accept the goods consigned to him. 

We are not familiar with the provisions of the statutes of 
the state of Pennsylvania with respect to the sale of perishable 
freight when refused, but, assuming that the Director-General 
had the authority to prescribe the rules governing the sale of 
refused merchandise during the time the carriers were under 
federal control, the provisions of General Order No. 34 and re- 
Issues thereof would govern. 


Notice—Mailing of Postal Constitutes 


Washington.—Question: C. O. D. shipment of perishable 
g00ds made to point A. Consignee unknown at point A and 
express company mailed postal card notification. Eight days 
later card returned to express company and express company 
hotified shipper by postal card that shipment was uncalled for. 
This notification not received by shipper. Thirty days later ex- 
Press company returned shipment to shipper, charging him 
express for return movement. This was first notification shipper 
had that shipment had not been properly delivered, and has filed 
claim to recover damage due to perishable shipment being 
Spoiled upon return. Express company claims that they fulfilled 
their obligation when they mailed postal card to shipper. Ship- 
ber, however, maintains this was insufficient notice. Kindly let 
Us have your opinion in the matter. 

Answer: Proof of the mailing of a notice properly addressed 
and postpaid raises a presumption that the notice was received 
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by the person to whom it was directed. This is a presumption 
of fact and may be rebutted when it becomes a question for the 
jury. American & English Encyclopedia of Law, Vol. 16. 


Liability of Initial Carrier Under the Carmack Amendment for 
Loss Occurring on Connection. 


Massachusettes.—Question: A shipment of 25 rolls of 
roofing paper was delivered to a railroad at a station in New 
England consigned to McGuires Wharf, Va., a landing at which 
there is no agent. The shipment was not routed by the shipper. 
The only way to reach this landing at that time was via a steam- 
boat line operating from Washington, D. C., which has since 
gone out of business. Consignees received only a part of the 
shipment although the originating railroad shows delivery in 
full to the steamboat company at Washington. Can claim for 
amount of shortage be collected from original carrier? 

Answer: Under the ‘Carmack Amendment, whenever an 
initial carrier accepts goods for shipment to a point on another 
line in another state, it is conclusively treated as having made 
a through contract of shipment and will be liable for any loss 
or injury occurring on any connecting line over which the ship- 
ment may pass, as well as for loss or injury occurring on its 
own line. ‘The liability of the initial carrier under the statute 
is the same as if it owned a continuous line from the point of 
shipment to the point of destination, or as otherwise expressed, 
its effect is to make the connecting carrier the agent of the 
initial carrier the same as if it had contracted for through car- 
riage to the point of destination. Therefore, the initial carrier 
may not escape liability by merely proving delivery of the ship- 
ment to the steamboat line. 

Rate Applied When Lowest Rated Route Is Embargoed 


Illinois.—Question: Are carriers liable for excessive charges 
in the following case: Carload shipment, box shooks, shipped 
from Bath, Maine, June-1, 1920, destined to Lambertville, N. J., 
only routing shown being Penna. R. R., intermediate routing 
being left open. Bill of lading was receipted by Maine Central 
R. R. There was a 22% cent rate in effect at that time on ship- 
ments moving via N. Y. N. H. & H. R. R., Harlem River, and 
Penna. R. R. But it seems at that time there was an embargo 
issued by the Maine Central against the handling of shipments 
via this route. Shipper did not know, neither did the agent at 
point of origin, that such an embargo was in effect, and it was 
not until car reached Deering Junction that it was discovered the 
embargo was in effect. The routing was then changed to read 
via Ayer Junction, Mechanicville, D. & H., Wilkes Barre, and 
Penna. R. R., via which route the 22% cent rate did not apply. 
When car reached destination, charges were assessed on a com- 
bination of local rates, creating quite an overcharge. 

The question is this, the carriers did not have any authority 
to change routing. The shipper did not know embargo was in 
effect at the time bill of lading was receipted. Can consignee 
secure a refund of the overcharge in freight rate? 

Answer: If complete routing instructions via the route over 
which the 22% cent rate was applicable had been shown in the 
bill of lading and carriers had changed this routing without 
specific instructions from the shipper to do so, the carrier would 
be liable for mis-routing and you would be entitled to protection 
of the 22% cent rate. See Graham County Lumber Co. vs. 
Southern Ry., 50 I. C. C. 231. 

When complete routing instructions are not shown in the bill 
of lading it is the duty of the carriers to route a shipment via 
the cheapest reasonable applicable route consistent with the 
routing instructions specified by the shipper. See Bruner Co. 
vs. Southern Ry., 40 I. C. C. 549. The route over which the 22% 
cent rate applied was embargoed at the time shipment in ques- 
tion moved and this rate was therefore temporarily withdrawn 
during the life of the embargo. In view of the fact that com- 
plete routing instructions were not furnished and the 22% cent 
rate was not shown in the bill of lading, it is our opinion that 
the carriers are not obliged to protect the 2214 cent rate but are 
obliged to protect the rate applicable via the available route con- 
sistent with routing instructions specified by the shipper via 
which the lowest raie, either joint or combination, was appli- 
cable. 

If the lowest rate other than that via the embargoed route 
was applicable via the route shipment moved, rate via that route 
should be protected, but if a lower rate was appliacble via some 
other route with the Pennsylvania R. R. as a delivering carrier, 
you are entitled to protection of such rate. 


Conflict Between Express Receipt and Marks on Package 


New York.—Question: We delivered to the American rail- 
way Express Company 11 cases, weighing 2,817 pounds, consigned 
to Pittsburgh, Pa., but through error in our shipping department 
the cases were stenciled “Philadelphia”; express receipt as 
signed for by the American Railway Express Company shows 
clearly the destination to be “Pittsburgh”. This shipment was 
forwarded to Philadelphia and later reshipped to Pittsburgh, 
causing an excess express charge of about $80.00. Can we hold 
the express company liable for this excess charge? Also quote 
rulings covering similar cases. 

Answer: The situation outlined by you is identical with 
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that considered by the Interstate Commerce Commission in 
Brackett Co. vs. G, N. Express Co., 29 I. C. C. 667. In that case 
the Commission held that “When a shipper prepares a bill of 
lading providing for the carriage of property to a particular 
destination and marks a different and erroneous address on the 
package the carrier will not be held responsible for the freight 
charges incurred in transporting the property to the destination 
shown on the package, although the correct destination is shown 
on the bill of lading.” 
Mis-routing of Shipment Account of Embargo 


Alabama.—Question: Less carload shipment moving from 
Middletown, Conn., to Dallas, Tex., route shown in bill of lading 
“N. Y. N. H. & H. R. R., Morgan Line, Galveston, Texas, South- 
ern Pacific.” Freight charges were collected on all-rail rate. We 
filed claim on basis of rate via rail and water, carriers declined 
claim saying shipment diverted all rail account of embargo. 
Should carriers have accepted shipment with rail and water 
routing shown in bill of lading if same was embargoed, and since 
they did accept shipment, should not our claim be paid on basis 
of rate shown in bill of lading? 

Answer: We do not locate a decision of the Interstate 
Commerce Commission involving a diversion of a shipment by 
the carrier from a rail and water route to an all rail route on 
account of an embargo via the rail and water route. However, 
the Commission has held with respect to shipments moving all 
rail that the carrier is liable for mis-route in forwarding a ship- 
ment via a higher rated route than that specified in the bill of 
lading by the shipper without first calling the shipper’s attention 
to the fact that the route specified is embargoed and obtaining 
instructions from the shipper with reference to the forwarding 
of the shipment by another route. See Conference Ruling 83 
and cases referred to therein, also Graham County Lumber Co. 
vs. Southern Railway, 50 I. C. C, 231. 


War Tax on Valuation Charges 


Connecticut.—Question: The question has arisen in our 
office as to whether or not the American Railway Express Com- 
pany can legitimately assess and collect war tax on valuation 
charges. It is the writer’s contention that the valuation charge 
merely covers insurance on the shipment while it is in transit 
and does not cover actual transportation. It might be com- 
pared with marine insurance on steamship shipments. Please 
advise whether or not a ruling has been made in this connec- 
tion, and if so, what it is. 

Answer: We know of no ruling of the Treasury Department 
with respect to the collection of war tax on valuation charges, 
but it is our opinion that the valuation charge is a part of the 
transportation and therefore subject to the tax. 


Duty of the Carrier to Deliver to Destination Specified 


Colorado.— Question: Your answer to “Ohio” at bottom of 
second column, page 563, Traffic World of March 12th, is not 
clear. Is it your contention that it is the duty of the carrier to 
deliver the goods at the destination designated in the contract 
of shipment, even though such delivery is an impossibility? It 
would be the opinion of the writer that the carrier’s agent had 
exceeded his authority in signing such a bill of lading, and that 
it would be the duty of carrier to hold shipment for further 
instructions and notify shipper. 

Answer: A bill of lading establishes a contractural relation 
between the carrier and shipper when issued by a common Car- 
rier and signed and accepted by the shipper constitutes a con- 
tract for the shipment of merchandise therein described, by 
which, for a specified sum, the carrier undertakes to carry safely 
and deliver the goods received to the person named in the bill 
or his order. It is a special contract imposing a duty of trans- 
portation and delivery according to its terms as undertaken by 
the contracting parties at the time of entering into the same. 

The contract in the bill of lading particularly covers the 
obligation of carrying the goods to destination and of delivering 
them to the consignee. From that point of view the carrier is 
bound to carry the merchandise to the stipulated destination and 
there deliver it in accordance with the terms of the bill of lading. 

In determining whether a contract made for the carrier by 
an agent is binding, the principles of agency are applicable and 
the general rule is well settled that if the contract is within 
the general scope of authority of the agent, a carrier will be 
bound thereby, although the agent has acted beyond his ins- 
tructions in the particular case. In the instant case it is ap- 
parent that the agent of the carrier executed a bill of lading 
which was impossible of execution, in so far as the transportation 
of the shipment from origin to final destination is concerned. 
Ordinarily, in making shipments to inland points the practice 
is to bill the shipment to the nearest railroad station, the ship- 
per making arrangements for the transportation of the shipment 
beyond the railroad station, the cost of such transportation, of 
course, being borne by the shipper. Having executed a bill of 
lading calling for delivery at an inland point and having trans- 
ported the shipment to the nearest railroad station under this 
bill of lading, the whole duty of the carrier was not performed 
in our opinion, in placing the shipment in a warehouse. 

We are not aware of any decision which holds that it is 
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the duty of the carrier under such circumstances to assume the 
cost of making final delivery of a shipment accepted under such 
circumstances, but we are of the opinion that it was the duty of 
the carrier to inform the shipper that his shipment was on hand 
at its railroad station awaiting transportation to the inland point, 
or to notify the consignee thereof, and that failing to take this 
action it would be held liable for the value of the shipment jn 
the event it was held in a warehouse for such a time as to make 
it worthless. At any rate, the carrier is charged with the duty of 
making the best disposition possible of the shipment after hay- 
ing accepted and transported it to a point short of final destina- 
tion and would be liable for any damages which the shipper 
could prove were the result of its acceptance of the shipment. 
Measure of Damages—Goods for Future Delivery 

Wisconsin.—Question: We would appreciate some informa- 
tion on the following: We forwarded an express shipment, bill- 
ing our customer at the prices in effect at the time he placed 
his order, which was August 20, 1919. This order was placed 
for future shipment and consequently did not leave here until 
February 25, 1920, at which time the merchandise sold at con- 
siderably higher prices. We placed a higher valuation on our 
shipment than the invoice price, which more than covered the 
advance. Part of this shipment checked short at destination 
and we entered the claim for the consignee, charging the mer- 
chandise at the prices at time of shipment. The American Rail- 
way Express Company has refused to allow our claim on this 
basis, stating that we cannot expect to recover a greater value 
than we would have received had the goods been delivered. We 
have explained this to the railroad company and they are paying 
all our claims entered on this basis. The express company does 
not seem to take into consideration the fact that it cost more to 
manufacture the goods at the time shipment was made than at 
the time the order was taken, and that we only make this pro- 
tection agreement with our customers and not with the express 
company. Under the circumstances, are we obliged to reduce 
our claim as requested? Can you refer us to cases of this kind 
passed on by our courts? In whose favor were the decisions? 

Answer: Shipments by express move under released valua- 
tions and in the event of loss or injury the express company is 
liable for the actual value of the shipment not to exceed the 
amount of the declared valuation. An invoice is only evidence 
of the value of a shipment and while it generally represents the 
actual value of the goods shipped, in cases such as the instant 
one, it does not represent the true value of the goods at time 
of shipment. We are therefore of the opinion that the express 
company can not hold you to the invoice price of the shipment 
- question. In this connection see I. C. C. Conference Ruling 
87. 


Overcharge Resulting From Insertion of Erroneous Car Numbers 
’ in Bills of Lading by Carrier’s Clerk 


Illinois —Question: This company made two carload ship- 
ments of bottle carriers from the 18th St. Team Track of the 
Pennsylvania System, Chicago, one to the “A” Co., Pittsburgh, 
Pa., and the other to “B” Co., Scranton, Pa., on the same day. 
This company’s shipping clerk made out the shipping directions 
complete with the exception of the car numbers and tendered the 
bills of lading to the clerk in charge of the team tracks. This 
representative of the railroads inserted the car number in the 
bills of lading and signed same. 

Approximately one week after forwarding these cars we 
were advised by telegraph that the Pittsburgh consignee received 
a car load of bottle carriers, the contents of which were for “B” 
Co., Scranton, Pa. We immediately took the matter up with 
the freight claim agent of the Pennsylvania Railroad Company, 
advising him of the circumstances and requested that he wire 
Pittsburgh and have the car forwarded on to “B” Co., at Scran- 
ton, Pa., and to hold up the car rolling to Scranton, Pa., and 
divert it to Pittsburgh, Pa. 

The erroneous billing of these cars was brought about by the 
team track clerk inserting erroneous car numbers on the bills 
of lading and carding the cars accordingly. We presented claim 
of the alleged overcharge on the assessment of the freight on the 
car to Pittsburgh, which was ultimately forwarded to Scranton, 
on the local rates to and from Pittsburgh. Our claim was turned 
down by the railroad, they stating the following reasons: “AS 
it is customary for shippers to completely execute bills of lading 
and as we hold in our files shipping orders containing your signa 
ture indicating the routing of these cars, it is not our view that 
we can legally refund the charges assessed. Various cases of 
similar nature have been before the Interstate Commerce Com- 
mission and it has been their views that the carriers are not re 
quired to refund the additional charges resulting from the error 
of the shipper, as it is a common practice for the consignor to 
prepare bills of lading. We refer in particular to Case No. $062, 
Woodland Lumber Co. vs. Norfolk Southern Railroad Company, 
decided in May, 1916, and with this information we presume you 
will wish to withdraw your claim.” We would like to have your 
opinion as to the carrier’s contention and what recourse we may 
have. 

Answer: In our opinion the error of the carrier’s agent 10 
inserting erroneous car numbers in the bills of lading coverings 
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the two cars in question was the proximate cause of the damage 
which resulted. The opinion of the Commission in the case re- 
ferred to by the carrier, published in Vol. 38 of the Commission’s 
Reports, at page 709, is not in point, for the reason that in that 
case the erroneous car numbers were inserted by the shipper, 

In the instant case, unless the shipper furnished the car- 
rier’s agent with the wrong car numbers, we believe that the 
carrier is the party at fault, even though the shipper might have 


detected the error before delivery of the cars at destination. 
Delivery on Side Tracks 


lowa.—Question: In June 19, 1920, issue of The Traffic 
World, under the heading “Alabama,” there was a question asked 
you by the Birmingham Traffic Association, regarding the car- 
rier’s liability after a car is placed on their private sidings. In- 
asmuch as this car of packing house products was shipped by 
this firm, and we are now handling the claim formerly handled 
by the Birmingham Traffic Association, and noting at the time 
this question was asked you people, that matters then pertaining 
to such deliveries, etc., were taken before the Supreme Court, 
and being interested, would like very much to know if any de- 
cision has been rendered as yet, and if so the sum and substance 
of same, for it looks to the writer thus far, there is not much 
hopes of realizing anything out of our claim, unless the Supreme 
Court decides favorably. 

Answer: The case referred to in our answer to Alabama 
on page 1148 of the June 19, 1920, issue of The Traffic World is 
that of the United States of America and Interstate Commerce 
Commission, Appellants, vs. Alaska Steamship Co., Central of 
Georgia Railway Co., Clyde Steamship Co. et al., 253 U. S. 1138, 
in which case the question of the authority of the Interstate 
Commerce Commission to prescribe the form of the bill of lad- 
ing was before the Supreme Court. However, owing to the fact 
that the Transportation Act of 1920 was passed during the pend- 
ency of the appeal of this case from the Federal District Court 
to the Supreme Court, which act makes necessary certain 
changes in the form of the bill of lading prescribed by the 
Interstate Commerce Commission in the Bill of Lading case, 52 
I. ¢. C. 671, the Supreme Court dismissed the case, without 
prejudice to the right of the complainants to assail in the future 
any order of the Commission prescribing bills of lading. 

While there is considerable conflict in the decisions of the 
courts, the general rule, as stated, is that after a carrier has 
placed goods on a private siding, its duty as a common carrier 
has ceased and its liability, if it has any, is that of a warehouse- 
man. This is particularly true, if the consignee has accepted 
the goods, but what constitutes acceptance on the part of the 
consignee is not definitely defined in any of the cases. 





Personal Notes 





R. B. Robertson, the newly elected president of the Traffic 
Club of Chicago, was born at Milwaukee, April 18, 1879. He 
received his early rail- 
road training in the 
general freight office of 
the old Wisconsin Cen- 
tral Railway at Mil- 
waukee. He came to 
Chicago, July 1, 1911, 
as general agent of the 
Monon, being promoted 
to division freight 
agent and then to as- 
sistant general freight 
agent, which latter 
position he held until 
the time of federal 


control. During the 
war he was assistant 
chief, Inland _ Traffic 
Service, War Depart- 


ment, at Chicago. On 
March 1, 1919, he re- 
turned to the Monon as 
general freight agent. 
When the roads were 
returned to private con- 
trol March 1, 1920, he 
was appointed assistant 
freight traffic manager, 
Union Pacific System, 
at Chicago, which posi- 
tion he now holds. 





H F. W. Ditman has been appointed commercial agent for the 
“ocking Valley Railway at Detroit. 
T. E. Trigg has been appointed auditor for the Christe & 
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Eastern Railway and the Kinder & Northwestern Railroad at 
Shreveport. T. J. Shelton has been appointed general freight 
agent for the same lines at Shreveport. 

The following changes and appointments have been an- 
nounced by the Chesapeake & Ohio Railroad: A. M. Dudley, di- 
vision freight agent at Cincinnati, promoted to general western 
freight agent at the same place; Edwin Sample appointed com- 
mercial agent at Richmond, Va.; Hilliard Russell appointed com- 
mercial agent at Nashville; R. H. Vaughen, appointed assistant 
general freight agent at Cincinnati. 

Stuart A. Allen has been appointed freight traffic manager 
for the Baltimore & Ohio Railroad at Chicago, vice O. A. Con- 
stans, who died. Mr. Allen is succeeded as assistant freight 
traffic manager in New York by W. F. Richardson. Frank L. 
Maher has been appointed district freight and passenger repre- 
sentative for the B. & O. at Seattle. 

W. K. Vandiver, who has been assistant manager of the 
traffic department for the Railroad Administration, has accepted 
the position of traffic commissioner with the Grain Dealers’ Na- 
tional Association at Toledo. 

E. R. Oliver has been elected vice-president of the Southern 
Railway. He will be succeeded as freight traffic manager at 
Cincinnati by R. H. Morris. Other appointments announced by 
the Southern are as follows: F. S. Riegel as general freight 
agent at Cincinnati; William Humphrey as general. western 
freight agent at Chicago; J. P. Tocher as division freight agent 
at Louisville; J. N. Templeton as division freight agent at Lex- 
ington, Ky.; and W. T. Keating as commercial agent at Indian- 
apolis. 

W. C. Shafer has been appointed traveling freight agent for 
the Western Maryland Railway at Baltimore, vice C. C. Gray, 
promoted. 

M. A. Phillips has been appointed traffic manager for the 
International Steel Corporation at New York. 

A. S. Ellis has been appointed soliciting freight agent for the 
Merchants & Miners Transportation Company at Baltimore, vice 
George R. Ways, who has resigned. 

The Chesapeake & Ohio has announced the appointment of 
R. H. Snead as manager of mail and express traffic at Richmond. 

W. E. Burnett, Jr., has been appointed commercial agent for 
the Norfolk and Western Railway at Fort Worth, succeeding 
Mortimer Broaddus, who has been promoted. 


DOINGS OF THE TRAFFIC CLUBS 


C. H. Stein addressed the members of the Traffic Club of 
Newark, N. J., on “The Labor Situation on the Railroads,” at 
the meeting April 4. 





The monthly meeting of the Traffic Club of New England 
will be held in the auditorium of the Boston City Club April 12. 
Eugene S. Jones, travel lecturer and photographer for the Boston 
& Maine Railroad, will give a talk illustrated with still and mo- 
tion pictures; Prof. Leo Wiener, of Harvard University, will 
speak on ‘“‘The Present Situation and Probable Future of Russia 
and Germany. 

A temporary organization known as the Freeport Traffic 
Club has been formed at Freeport, Ill. A permanent organiza- 
tion will be perfected in the near future. 

A meeting of the Traffic Club of Baltimore was held at the 
Hotel Rennert, April 5. F. L. Shepler, assistant to the general 
freight claim agent of the Baltimore & Ohio Railroad, spoke on 
claim prevention. L. P. Temple, humorist, entertained. 

An organization of graduates of the traffic management and 
transportation course of the extension division of the University 
of California has been formed at San Francisco. This club, 
known as the University of California Traffic Association, held 
a meeting, March 28, and was addressed by Mr. Lowe, of 
the freight claim department of the Southern Pacific Railway, 
on freight claim prevention. M. B. Baker, of the United States 
Rubber Company, San Francisco, has been elected president. 





The next regular meeting of the Traffic Managers’ Club of 
the Brooklyn Chamber of Commerce will be held April 14. The 
entire membership will participate in a mock trial on the pre- 
sentation of the matter of freight rate adjustment before the 
Interstate Commerce Commission. 





The next regular meeting of the Transportation Club of 
Tulsa will be held at the Hotel Tulsa, April 11. The following 
Officials of the A. T. & S. F. will be guests: F. B. Houghton, 
freight traffic manager, Chicago; J. R. Koontz, assistant freight 
traffic manager, Chicago; W. K. Etter, assistant general manager, 
Topeka; J. N. Connell, general passenger agent, Topeka; J. C. 
Burnett, assistant general freight agent, Topeka. 


PEITION FOR REHEARING 

The Director-General has petitioned the Commission for a 
reargument or rehearing in No. 11186, Shaffer Oil & Refining 
Co. vs. Director-General et al. 
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ADDRESS BY CHAIRMAN CLARK 


(Address by Edgar E. Clark, Chairman, Interstate Commerce Com- 
mission, before the Railway Business Association at New 
York, March 31.) 

The name of the association whose guests we are, strikes 
me as happily significant, because if there has ever been a time 
in the history of our country when we needed the application of 
business methods, adherence to business principles, and earnest 
thinking along sound business lines the clock has struck that 
hour. 

The vital material interests .of our people may be said to 
rest largely in a limited number of institutions or industries. As 
a country and as a people we prospered and were happy under 
them until the world was convulsed by the European war. We 
now face the problem of restoring stable and normal conditions. 
We will not get back to pre-war prices for labor or for commodities 
generally, but we need and must reach stable and normal condi- 
tions although they be on a higher level of prices. It is for all 
right-minded men to assist as unselfishly as possible in restoring 
such conditions and in bringing about recovery from the evil after 
effects of war, which always stirs up all that is good and brave in 
some natures and all that is bad and grasping in others. As I 
have read and heard men talk in recent days I have wondered if 
it is not true that a large proportion of the people have in some 
way become shell-shocked or gassed even though they did not 
participate in the hostilities. 

These institutions or industries need vigorous, industrious, 
unselfish, thinking men who find their greatest satisfaction in 
doing each his part in building up and maintaining an adequate 
and efficient system that creditably serves the needs of the times. 
The one who contributes his efforts or his capital in any of these 
lines is entitled to his reasonable compensation and reward. The 
one who knows how and is willing to do is entitled to encourage- 
ment, commendation and co-operation from all others, What I 
am trying to say is that none of these great undertakings can 
achieve a full or fair measure of success if those connected 
therewith are interested only or mainly in getting the largest 
possible personal benefit or profit. 

I recently saw some statistics of the railways in the various 
’ so-called civilized countries of the world, although perhaps in the 
light of recent events some would think that some of those coun- 
tries should be eliminated from that category. The statistics cov- 
ered the railways of 30 countries and of seven-eighths of the rail- 
road mileage of the world. The mileage in the United States in- 
cluded in the statistics was 259,705, that of the other 29 countries 
was 399,782, a total of 659,487. Of this total 429,726 miles are 
privately owned. The statistics were for the fiscal year which 
most nearly coincided with the calendar year 1916. They im- 
press one with the magnitude of the railroad industry, and with 
the relative importance of it in this and other countries in times 
of peace. 

The operating revenue of the roads in the United States was 
$3,596,865,766 and the operating expenses $2,357,398,412. For all 
of the roads in the other 29 countries the operating revenues 
were $4,419,772,742 and the operating expenses $2,960,687,942. 
During that year the railroads of the United States carried 2,179,- 
696,043 tons of freight, while all of the roads in the other 29 
countries carried 1,696,169,344 tons. Thus it appears that from 
a freight-carrying standpoint the railroads of the United States 
perform more service than do those of the remainder of the 
world. 

The difficulties which, as an effect of the war, have been en- 
countered here with regard to operating expenses and necessarily 
large increases in rates and fares have similarly been exper- 
ienced in other countries. Information, so far as it is obtainable, 
indicates that the increases have not been greater here than else- 
where, and that our railroads emerged from the war period in 
better physical condition than those of most other countries. The 
difficulties are not peculiar to our land and are not the result of 
local conditions or of details of management or operation. They 
result from the operation of world-wide economic forces which 
can not, under the conditions that have obtained, be controlled. 
The relief must come gradually as a result of readjustment of 
those economic forces, It will be accelerated or retarded ac- 
cordingly as we all meet or shirk our duty to lend a willing help- 
ing hand. 

As a measure of war necessity our roads were operated by 
the government during the war. Conditions were abnormal and it 
was imperative that certain things be done and done quickly. Cost 
was a secondary consideration. The experiences even under ab- 
normal conditions afford an opportunity to study the advantages 
and disadvantages of federal control and operation. Whatever 
the net expenses to the government it was a part of the cost of 
the war, and should I think, so be considered. We are interested 
in those past experiences only as they afford a guide for or 
warning against future actions. 

The problem now is to build for the future. The country 
needs and industry desires adequate, efficient transportation serv- 
ices. Good service and freedom from unjust discrimination are of 
more importance than is the precise level of the rates. 

In considering the history of railroad transportation some 
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divide it into chapters, each representing a period in which the 
conditions in some respects differed from those in other periods 
If, following our personal views as to the periods or chapters 
we were each to write that history we would perhaps not agree 
as to the number of chapters that we should write or the exact 
differences that distinguish one period from another, but we 
would all arrive at the same point and at the present time would 
confront the same facts and conditions. Should we not, therefore 
concentrate our thoughts and efforts upon the future with its 
needs and requirements and urge and assist in the expenditure of 
energy in the direction of providing for those needs and require. 
ments? 

Regardless of where the ownership of our transportation sys. 
tems lies, regardless of whether it be one or many corporations 
or even the government that is in the last analysis responsible 
for the operation and results therefrom, railroads must be oper. 
ated by men. They must have the numerous classes of employes, 
each performing his particular kind of service. They must have 
their directing heads and their subordinate officials in the vari. 
ous departments. The degree of success attained must therefore 
depend in large part upon the character, capacity and loyalty of 
the officials and the employes, and upon the general policy under 
which, and the spirit in which, they perform their duties, 

Profiting by the experiences during the war, recognizing the 
force of existing conditions, and looking into the future the Con- 
gress enacted the transportation act, 1920, which presents in 
statutory form the present policy of the government. In a far 
sighted way it endeavored to provide a governmental policy under 
which the country would be assured of uninterrupted, efficient, 
adequate railroad transportation at reasonable rates, under which 
the employes would be reasonably compensated, and under which 
the patrons would pay what the service is fairly worth. It may 
be doubted if many have comprehended the extent to which this 
act projects itself and its influences into the future. Too much 
energy has been expended in criticizing what at the moment, and 
from superficial thought, seemed to be weaknesses in it and there 
has been too little disposition to assist in laying the foundation 
for the superstructure which that act contemplates. 


Consolidation 


The government has practically reversed the policy which it 
followed for many years of prohibiting all combinations and con- 
solidations which could in any wise directly or indirectly reduce 
a maximum of competiticn. In the past we have looked askance 
and with fear upon monopolies. In this, as in all other things 
affecting human welfare, there are exceptions which go to prove 
the rule, and the sound policy which will produce the greatest 
good to the greatest number lies somewhere between the ex- 
tremes. Science and human ingenuity have developed devices 
which have come to be very important parts of our business and 
social life. Some of them seem to me to be natural monopolies. 
Why should there be two or more telephone systems in a given 
community? A large, strong railroad system made up of main 
lines upon which the traffic density is heavy and of numerous 
feeder lines upon which much of that traffic originates and finds 
destination, can and will afford better service at less cost than 
could be furnished by that same trackage divided into several 
independent companies with all of their rivalries and differences 
of view. The government asserts the right to regulate the rail- 
roads and that right is not challenged. The country needs strong, 
well equipped, well operated, prosperous railroads. It is and 
must be willing to pay what is reasonably necessary to have that 
kind of service. Why should it not be rendered by large systems 
with their component parts properly coordinated under a com 
mon policy rather than by a substantial number of weaker and, 
in some instances, impecunious systems, each with its selfish in- 
terests and its separate organization striving to promote those 
selfish interests? The new law contemplates consolidation of the 
roads into a limited number of large systems under which every 
reasonable degree of competition of service will be preserved. | 
wish it were possible to hope for consummation of that purpose 
at an early date. 

For many years the policy was adhered to that there should 
be no limit or restriction upon competition between roads in the 
matter of rates, Most of the freight transported by our railroads 
will move along the line of least resistance in the way of freight 
charges. Our country is well supplied with roads and in large 
part the traffic is competitive. One railroad will not permit its 
competitor to charge less than it does on the competitive business 
and under the old policy that competition was frequently carried 
to ridiculous, if not ruinous, extremes. From this cut-throat com 
petition grew a general feeling that the railroads’ business at 
their relationships to the public were not governed by the same 
code of morals that was recognized in other directions. The bust 
ness man saw no wrong in accepting the secret rebate. It was 
no sin to defraud a railway company. The parson’s wife told, 
with manifest self-satisfaction, of having successfully traveled on 
a ticket that by its contract terms was good only for passage of 
another. Hotel men promoted conventions and expesitions al 
clamored for low railroad fares so that they might fill their pa” 
lors and halls with cots for which they charged more that the 
ordinary prices for rooms. Nearly everyone thought that he 
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should be the proud possessor of a pass—and a surprisingly large 
number attained that status. Freight solicitors were instructed 
io get the business and frequently got it at rates that did not pay 
the cost of the service. 

The poorer road can but hasten insolvency by reducing its 
rates and it can accelerate that haste by increasing rates if its 
competitor does not also increase rates. Competition in rates is 
therefore but a figure of speech. As a matter of fact railroads 
competing for traffic must charge the same rates and the only real 
competition is that of service. 

The transportation act changed the policy of the government 
in this regard. Instead of prohibiting under the penalties of the 
anti-trust laws, any efforts to equalize these conditions the law 
now permits, as it should, pooling of freights or facilities under 
terms and conditions that are approved by governmental 
quthority. 

War Guaranty 

Congress dealt liberally with the railroads that had been 
taken from the possession of their owners as a war measure, For 
smething over two years the government fixed the level and 
conditions of expenditures and of rates. The operating expenses 
were increased in greater proportion than were the rates and fares. 
Recognizing this situation Congress provided, for a period of 6 
months following the termination of federal control, certain guar- 
anties. It recognized that further increases in rates were impera- 
tively necessary and it was contemplated that within that guaranty 
period arrangements would be made to make such increased rates 
effective. That policy and purpose were carried out with the re- 
suit that rates and fares were placed upon a higher plane than 
they had been for many years. This fact, of course, attracted the 
attention of all users of our railroads. Too many of them, how- 
ever, directed their attention to the charges for service and closed 
their eyes to the increased operating expenses. 

Immediately following the termination of federal control the 
railroads successfully moved a larger tonnage than had ever been 
moved. The capacity of the transportation machine was demon- 
strated. Serious interference resulted from labor difficulties and 
later the volume of traffic fell off, due to readjustment of indus- 
trial conditions. The financial results from operation in recent 
nonths have been disappointing. Grave, and no doubt in many 
instances serious, losses have been experienced by producers 
and distributors. This has caused a good deal of impatience 
which has taken the form of demands for reductions in trans- 
portation charges. The official figures for the month of Decem- 
ber show that for the United States the class I roads had an 
operating ratio of 91.38. That means that the operating cost of 
eamning each dollar was 91.3 cents, and 8.7 cents of each dollar 
were left with which to pay taxes, interest charges, and return 
upon property values. Obviously that margin is too narrow. 

As might be expected, suggested measures of relief are ex- 
treme or moderate, dependent upon the point of viw of the one 
who makes the suggestion. Phaeton, having been promised by 
his father, Apollo, that any wish that he might express should be 
granted, demanded that he be permitted for one day to drive the 
chariot of the sun. Unable to dissuade his son and unwilling to 
break his promise, Apollo gave Phaeton careful instructions and 
warnings and permitted him to start. The last advice Apollo 
gave was “Spare the whip and hold tight the reins.” Phaeton 
started but soon found that he could neither control nor guide the 
fery steeds. They dashed headlong and unrestrained into un- 
known regions, now high in the heavens, now down almost to 
earth The earth was scorched and blackened and was saved 
from destruction only by Jupiter launching a lightning bolt that 
stuck Phaeton dead from the chariot. Modern Phaetons now 
tlamor to be given permission to drive the chariot of transporta- 
lon by railroad. 

Some years ago the question that most interested the people 
Was whether or not we should have free and unlimited coinage 
of silver at a ratio of 16 to 1. That issue developed a multitude 
of men who believed themselves to be financiers and who con- 
fdently proffered plans or advice to solve all of the then present 
and prospective financial problems. One of these sat by the cook 
stove for a time and suddenly said to his wife: “I have figured 
out a perfect plan for adjustment of the government finances and 
‘plan for the future that will be free from embarrassments.” His 
wife replied: “Good, I am glad of it. I hope that you have also 
figured out a way to lift the mortgage that has been a mill stone 
about our necks ever since we came here.” We have now a simi- 
4 crop of similarly helpful financial advisers. 

I knew a locomotive fireman who had difficulty in keeping 
the water in the boiler warm enough to shave with, but who could 
see, day by day, that the master mechanic and the superintendent 
Were making pretty nearly clear scores of errors. Such men are 
loW in evidence. 

. When we consider the circumstances out of which present 
hentions grew is it not sensible and reasonable to recognize 
a necessity for gradual readjustment of the economic forces 
me affairs of the world as the foundation for gradual improve- 
bj . I the Situation we are discussing? Some rates are too 
= to permit the free movement of traffic. Some rates are un- 
— low. Careful study of such situations has been and is 
8 On and readjustments have been and are being made ac- 
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cordingly. Doubtless there have grown up operating expenses, 
the aggregate of which is substantial, which can not reasonably 
be defended. They should be eliminated. Every effort must be 
made to insure all possible, attainable, reasonable economies. The 
owners of the properties may be obliged for a time to accept less 
return upon their mvestment than would otherwise be expected. 
If reason can prevail and a united, genuine effort can be put 
forth and maintained, it is morally certain that the situation will 
improve and that we will progress toward that condition of af- 
fairs which the Congress had in view, which the law contem- 
plates and which we all hope to see. Slightly paraphrasing an 
expression I read recently—‘it is doubly incumbent upon us in 
the stand which we take to avoid the appearance of selfish shirk- 
ing. We all know how large a part popular impressions have in 
forming public opinion and how long it takes for the slowly de- 
veloping proof of facts to rectify such impressions when once 
they have taken hold.” We must build upon the foundation of 
experience and sound business judgment that is free from ‘“sel- 
fish shirking,” and not upon the unstable ground of theories and 
opinions that in large part ignore the true facts. 


Necessary Preferences 


Some critics assert that the law makes of the railroad busi- 
ness a preferred business and confers upon the owners special 
favors, Others assert that it recognizes a preferred class of 
labor. 

Conceding that on the surface there is that complexion, and 
assuming for the purpose of the discussion, but not admitting, 
that these preferences exist, I ask, if this be so, is it wrong? If 
this is so, why is it so? Congress recognized, as did all thought- 
ful men, that transportation is the life blood of commerce and 
industry and vital to the protection of our nation. It must be 
provided in adequate and reasonably efficient form. Continuous 
and dependable operation of our transportation machine is almost 
as important as is its existence. The law was formulated in the 
interest of the country and of the public. The capital invested 
in, and the men who operate, our transportation machine are em- 
ployed in serving the public which must and should compensate 
both. If it clearly appears that in order to give the country the 
quantity, quality and character of service that it needs, to which 
it is entitled, and for which it must pay, some preference, ap- 
parent or real, should be afforded to the capital and the men that 
are employed in that service, I submit that such preference is 
not undue so long as the public’s right to reasonable and nondis- 
criminatory service and charges is protected. But if that capital 
and those men are recognized as having a preferred status be- 
cause of the public character of the service in which they are 
employed, those men and the owners of that capital must recog- 
nize an obligation to the public which also springs from the char- 
acter of the service in which they are employed. 


State Jurisdiction 


Rivalries between individual states and demonstrations of 
local selfishness led the framers of the Constitution to vest in 
the federal government sole power to levy import and export 
taxes, unrestrained powers as to post office and post roads and 
plenary power to regulate commerce among the states. The 
Supreme Court has held that so long as the Congress refrains 
from exercising that power of regulation over commerce among 
the states the several states may exercise their powers, but that 
when Congress has entered the field conflicting state action must 
give way. And so it has come about that the federal laws relat- 
ing to safety appliances, hours of service, and supervision of 
capitalization of carriers are supreme in their respective fields. 
In the matter of regulation of rates and fares the Congress has 
not gone so far. It has contented itself with providing that if 
the states shall require rates or fares that unduly prefer state 
traffic, unduly prejudice interstate traffic, or unjustly discriminate 
against interstate commerce, the federal tribunal may and shall 
prescribe rates or fares that will effect removal of such prefer- 
ence, prejudice or discrimination, and that the carriers shall ob- 
serve rates or fares so prescribed regardless of state require- 
ments to the contrary. 

Long before the transportation act was framed the Supreme 
Court had made it entirely clear that the federal Commission was 
clothed with power and charged with the duty to require removal 
of undue prejudice against interstate shippers or localities and 
undue preference of state shippers and localities. That principle 
of law was accepted as sound and as settled. The transportation 
act retains the condition that its provisions shall not apply to 
transportation wholly within one state. That provision is, how- 
ever, in a section the foundation of which is that all rates, fares 
and charges shall be just and reasonable. In another section 
the Congress has put in statutory form what was the law before. 
It has made it a little more explicit by specifically prohibiting 
unjust discrimination against interstate commerce and has au- 
thorized a carrier to complain of such discrimination. The states 
are left free as they were before to regulate the state 
charges so long as they do not create undue preference of 
state traffic, undue prejudice against interstate traffic, or un- 
just discrimination against interstate commerce. The federal 
Commission does not interpret the law as conferring upon 








778 THE 


it any regulatory powers over the state rates or fares except 
for the purpose of removing the prohibited preference, prejudice 
or discrimination. It has found it necessary in several instances 
to exercise that power, and appeals therefore have been taken 
to the courts. in various jurisdictions. In so far as the courts 
have spoken they have sustained the power exercised. The under- 
lying question has been submitted to the Supreme Court of the 
United States and in due time will be by that body set at rest. 


Fluctuation of Rates 


One who is not versed in transportation charges and their 
effect can not appreciate the extent to which changes are neces- 
sary due to constantly changing commercial and industrial con- 
ditions and to competitive relationship between carriers and be- 
tween communities and commodities. It is neither necessary nor 
desirable that the states shall be shorn of power to regulate 
their internal affairs. The same considerations that led the 
framers of the constitution to reserve to the federal government 
the powers to which I have referred require retention and exer- 
cise of those powers within reasonable and appropriate limits. 
If a state has the right to require the railroads traversing it to 
serve the citizens of that state at lower charges than they con- 
temporaneously assess against the citizens of other states, the 
effect would be the same as if that state were to levy a tax 
upon outsiders for the privilege of transporting goods into the 
state. 

When the Supreme Court shall have spoken and these con- 
troversies have been stilled it will, I predict, be found that in 
principle and substance the law is not materially different now 
from what it was when that court decided the Shreveport case. 
When that clarification of the law shall have occurred there will, 
I think, be no serious difficulties about the exercise by the federal 
and state regulating bodies of their respective powers in their 
respective fields. 

I would not unduly centralize power and control. I like to 
think of the United States as a single entity, and the experiences 
through which we have just passed have emphasized more 
strongly than ever before the fact that among the nations of the 
world we must be so considered and must so consider ourselves. 
At the same time in the conduct of our domestic affairs we can 
and should adhere as far as is practicable to the ideas of self- 
government and local government, reserving, however, certain 
fundamentals for control and administration by the national 
government. 

The growth of civilization has been accompanied at every 
step by the maintenance and exercise of the police power. Peace- 
ful possession of property and safety to life could not otherwise 
exist. The police power must extend as far as civilization and 
human rights extend. The limits of the jurisdiction of the vari- 
ous police powers must be clearly defined and properly recog- 
nized, and that after all is the real question in the controversies 
to which I have just referred. 

The public utility has devoted itself to the service of the 
public. It has accepted the grant of unusual power which could 
be accorded only by the state. The definition which recognizes 
the rights conferred on the utility and the propriety of regulating 
it does not at all warrant the conclusion that its affairs can be 
successfully conducted with a disregard to those sound methods 
that are essential in private business. In these matters the im- 
portant thing is that those who own, manage and operate the 
public utility, those who legislate regarding it, those who are 
charged with the duty of regulating it, and those who are served 
by it should appreciate that in the conduct, regulation, or use of 
it none but honest business principles and methods should be 
considered or applied. 

It is not alone in what might be called minor matters of com- 
petition and charges that changes which affect transportation 
problems in substantial degree come with frequency and rapid- 
ity. These changes, some of them almost fundamental, must be 
taken into account along with arrangements for caring for the 
steadily and continuously growing population and traffic. 


Water and Highway Lines 


During the war expenses of operation on vessels increased 
more than they did on railroads. There was a heavy demand for 
ships in overseas traffic and transportation by rail and water 
became more expensive than by rail. The currents of traffic were 
marketly affected thereby. In the light of the experiences of 
generations it can not be expected that water transportation will 
long remain on a higher level of cost than transportation by land. 
There is now an abundance of ships and no one can predict the 
extent to which they will be employed in direct competition with 
our railroads or the extent to which that competition will neces- 
sitate readjustment of the affairs of the railroads, 

The development of the automobile and the auto truck and 
the building of good roads have made possible transportation for 
comparatively short distances by that means in sharp competi- 
tion with the railroads. During the war the utilization of that 
and other methods of transportation was urged in an attempt to 
relieve the railroads in their efforts to move the tremendous 
volume of traffic which was offered. Now freight is moving in 
substantial quantities in that manner instead of by railroads. In 
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many instances it is doubtless the cheaper method of transpor. 
tation. The state furnishes and maintains the right of way anq 
track. 


These conditions are not peculiar to our couuntry. They have 
grown up and the same problems are presented in European 
countries. According to a recent consular report the subject of 
the extent in Great Britain of the use of motor trucks in place of 
railroads has assumed such importance that the Ministry of 
Transport has appointed a committee to inquire into the adviga. 
bility of granting power to the railroads to institute such services, 
and to what extent, if any, such power should be granted. Studies 
in this connection in England point out that the advantages which 
the railroads formerly had in the matter of speed, carrying capac. 
ity and cheapness of movement no longer exist. Speed has ina 
substantial part been sacrificed and railroad rates have risen 
while the mechanical advantage has been and is being neutra- 
lized. It is said to be a serious problem for the railroads of 
Great Britain under present conditions to discover means to sur- 
vive unless they are completely reorganized. The increased 
freight and passenger charges are said to be having an effect 
contrary to that looked for, namely, greater revenue, and that 
income is falling while expenditures show no signs of decreasing. 


Studies of the cost of building and maintaining roads and of 
appropriate taxation of motor trucks using such roads are being 
prosecuted. Some object to authorizing the railroads to in- 
augurate motor truck transportation for fear that after competi- 
tion of other trucks had been overcome the railroads might 
withdraw their service, thus forcing all of the traffic back on to 
the railroads. They also point out that during the last railroad 
strike in England the country was largely dependent upon motor 
trucks for transportation, and that if the motor service were 
operated by the railroads it would be involved in such a strike 
and that people be left without the advantage which they de- 
rived from it during the last strike. They also argue that it 
would be inadvisable from the standpoint of industry because if 
the railroads embarked in that undertaking they would prob- 
ably transfer the manufacture of trucks to their own workshops, 
thus affecting the motor truck industry in an appreciable degree. 

No one can confidently predict what the effect of the solution 
of these problems may be upon questions which we perhaps now 
consider as settled. New problems will arise, and so with con- 
tinuous changes in the affairs of men, of business and of nations 
there is an ever present necessity for changes in the facilities 
and machines through and by means of which transportation is 
conducted. No one can now see clearly the extent to which 
electricity will be substituted on our railroads for steam power, 
and no one can now see what the effect of such substitution 
will be. (The rest of Mr. Clarke’s address is quoted in an edi- 
torial in this number.) 


LUMBER CONFERENCE RESOLUTIONS 


An attempt to obtain relief from the present high lumber 
rates was forecast by a resolution adopted just before the close 
of the conference of lumber interests held under the auspices 
of the National Lumber Manufacturers’ Association in Chicago, 
April 1. The resolution reads as follows: 

Whereas, The general economic situation in this country de- 
mands every possible stimulus toward reducing the cost of living 
and, more particularly, the cost of building because of the extreme 
housing shortage now existing. 

Be it resolved, That the American Lumber Congress petition the 
Interstate Commerce Commission, the railroads and the Congress of 
the United States to suspend for a period of sixty days the increased 
rates on lumber granted under Ex Parte 74 to influence the move- 
ment of lumber. 

The resolution was presented at the request of Frank Carné 
han, traffic manager for the association, who called the attel 
tion of the conference to the fact that termporary rates had bee! 
established on cattle from the southwest to the northwest by 
the Sante Fe. Charles S. Keith, president of the Keith Lumber 
Co., of Kansas City, and chairman of the resolutions committee, 
spoke against the resolution, as also did several other members, 
from the floor. As a result a standing vote was necessary and 
the resolution carried by only a small majority. 

Earlier in the session a resolution condemning the national 
agreements and asking for the rescinding of the wage increases 
awarded by the Labor Board under decision No 2 was adopted 
and sent by wire to President Harding. Most of the members 
agreed that the only way to obtain substantial reductions 1 
rates was to move toward the reduction of railroad operating 
expenses. 


FARMER-LABOR CONFERENCE 


A joint “farmer-labor” conference to be held in Washing 
ton April 14 and 15 will consider the railroad problem and Con- 
gress will be urged to provide for government operation of the 
roads. Representatives of the Farmers’ National Council, the 
United Farmers of America, the railway brotherhoods and the 
International Association of Machinists will participate in thé 
conference. 
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April 9, 1921 


VALUATION REPORTS 
The Trafic World Washington Bureau 


Four supplemental tentative valuation reports on the proper- 
ties on the Kansas City Southern and leased roads; the Atlanta, 
Birmingham & Atlantic and leased roads; the San Pedro, Los 
Angeles & Salt Lake, and the Winston-Salem Southbound Railway 
Company, stating the cost of condemnation of the carriers’ lands 
and the final value of the entire properties, have been issued by 
the Commission. 

These reports state the original and present cost of con- 
demnation and damages or of purchase of lands in excess of origi- 
nal cost or present value as required under the mandate of the 
United States Supreme Court in the Kansas City Southern valua- 
tion case. They are the first reports to state the cost of repro- 
duction of carrier lands and the final values of the entire prop- 
erties. 

In Valuation Docket No. 4, Kansas City Southern and leased 
properties, the Commission found the present costs of condemna- 
tion and damages or of purchase of lands, in excess of the present 
value of such lands, to be as follows: Total used, $3,467,182; total 
owned, $2,735,490. The final value of the total owned property 
devoted to common-carrier purposes is stated as $30,017,055 and 
the final value of the total property used, $43,137,502. 

In the previous report in the Kansas City Southern case, the 
Commission stated the cost of reproduction new, plus present 
value of land, to be $51,262,747. This figure covered the Kansas 
City Southern and the leased properties. The capitalization of 
the Kansas City Southern was approximately $99,000,000 as of 
June 30, 1914. Thus the final value stated by the Commission of 
the total property used is approximately $7,000,000 less than 
the cost of reproduction new, plus the present value of the land, 
and less than half of the company’s capitalization as of June 30, 
1914. 

The final figures have not heretofore been stated. The Com- 
mission said they were arrived at “after careful consideration of 
all the facts submitted in this proceeding, and the cost valuations 
heretofore made, including the excess cost of the carrier lands, 
appreciation, depreciation, going-concern value, working capital 
and materials and supplies, and all other matters which appear to 
have a bearing upon the values here reported.” 

To what extent the Commission considered the “excess cost 
of carrier lands” in arriving at the total final values is not 
known. It has been pointed out that the ascertainment of the 
“excess cost” might not figure in the final value at all. If the 
carriers conclude, however, that in their opinion the Commission 
did not give proper weight to the element of excess cost of the 
carrier lands, it is presumed litigation will ensue on that issue. 

In Valuation Docket No. 1, Atlanta, Birmingham & Atlantic 
and leased properties, the “excess cost” of carrier lands is stated 
as $1,818,730 for the total used, and $1,188,330 for the total 
owned. The final value of the total property owned is stated as 
$21,698,250, and total property used $25,630,000.° In the original 
report on this property the cost of reproduction new, plus present 
value of land, was stated as $27,471,817, and the company’s capi- 
talization was approximately $54,000,000. In this case, the total 
final value stated by the Commission is less than half of the 
capitalization. 

In Valuation Docket No. 26, San Pedro, Los Angeles & Salt 
Lake, the excess cost of lands is stated as $2,504,529, and the final 
value of the carrier’s property as $45,871,093. In the original re 
port on this carrier’s property the cost of reproduction new, plus 
present value of land, was stated as $47,226,043, and the capitali- 
zation was approximately $81,000,000. The total final value in 
this case is little more than half of the capitalization. 


In Valuation Docket No. 5, Winston-Salem Southbound Rail- 
way Company, the excess cost of land is stated as $468,022, and 
the final value of the total property, $5,850,000. In the original 
feport on this road the cost of reproduction new, plus present 
Value of land, was stated as $5,939,099, and the capitalization was 
approximately $5,125,000. 


; In an appendix to the reports, the Commission explained how 
ltarrived at the “excess cost” figures on land as follows: 


“In meeting the requirement of paragraph entitled Second 
of Section 19 (a) of the Interstate Commerce Act to report the 
present cost of condemnation and damages or of purchase in ex- 
Cess of present value we attempt to show what the expense to 
a carrier would be of acquiring its common-carrier lands upon the 
— of valuation, on the assumption that it did not possess those 
ands, but was obliged to obtain them through purchase or con- 
— at the value of similar lands in the vicinity, on that 


4 “It is evident that the figure reported can be only an estimate, 
poe the amount which would actually be paid would depend to 
ap iderable extent upon circumstances and conditions which 
7 hot be definitely described. If a community is eager for the 
er uction of a railroad the right of way can be obtained at a 
— lower figure than as though the building of the road is op- 
ore by that community. So, too, the attitude of the carrier 
— t exercise a considerable influence upon the amount of money 
it — in the acquisition of its lands. It is also apparent that 

€ railroad did not exist, the present value of lands adjoining 
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and adjacent to the railroad would not exist. The management of 
one railroad might deem it for its advantage to pay liberally, thus 
cultivating the good graces of the community, while another 
might deem it better business to force many cases into court, 
thereby obtaining a better price where purchases were made, In 
our estimate no allowance whatever is made for anything of this 
character. We necessarily assume average conditions of all kinds, 
and we further assume that all lands are paid for. 

“One method by which this excess cost of acquisition might 
be shown would be to take each individual parcel and attempt to 
estimate how much the carrier would be compelled to pay the 
land owner by way of severance damages or in addition to the 
acreage value of the land. This would involve an examination of 
each parcel and a consideration of the various elements affecting 
these damages. In many cases testimony would be introduced. 
It would in effect be a proceeding in condemnation to determine 
what the carrier should pay. Manifestly this method can not, as 
a practical matter, be resorted to. It would require years of time 
and millions of dollars in expenditure to bring the work to a com- 
pletion in that way. 

“So far as possible our prices have been determined with 
reference to actual transactions. The unit prices which we apply 
to our inventory in showing cost of reproduction are developed 
from a great number of actual prices paid by the carriers for the 
same class of work and material. In fixing the present value of 
lands more attention is paid to actual sales than to any other one 
factor. So it was felt here that if possible some method should 
be developed which would be based upon actual transactions. 


“The severance damages paid by a carrier to the land owner 
in one individual case would not be a reliable guide as to what 
would be paid or should be paid in all other cases of a similar 
character; but the thing aimed at is the same, in every similar 
case the rules of law applicable are identical and while human in- 
clination or human judgment may go astray in individual in- 
stances, still, taken as a whole, what has actually happened in 
the payment of these damages is the best guide we can obtain. 
While a single instance it is not reliable, if it is possible to 
find a great many instances and put those instances together in 
the form of an average, that average will express the fact more 
accurately than any sort of an estimate. This is the general 
theory upon which this work has been developed. 

“First the lands of the carrier are divided into classes known 
as types. There is one type for city property of a certain kind, 
a second for city property of another kind, a third for farming 
land, a fourth type for wood land, etc., etc. The type may depend 
upon the shape of the parcel and the manner in which it is 
crossed by the road of the carrier. 

“Having determined these types we proceed to find actual 
cases corresponding to. each type. These instances are obtained 
for the most part from carriers other than the one under con- 
sideration. We know with respect to each one of these actual 
transactions what amount paid by the carrier to the land owner 
was. We ordinarily know the present value which is the value 
which we ourselves determine and report. In some instances 
where the transaction is somewhat remote and where there is 
reason to suppose that the present value may have varied between 
the date of the transaction and the determination of our present 
value, a present value as of the date of transaction is ascertained 
by the same methods as in our ordinary land work. This, how- 
ever, is very unusual since our instances are taken from trans- 
actions occurring not to exceed ten years from the date of valua- 
tion. 

“Having selected these transactions which fit a particular 
type we carefully examine each one of them for the purpose of 
determining whether it is apparently in all respects normal. If 
it appears to be abnormal it is rejected. 

“It will be noted that in case of each transaction we know the 
present value and also the amount actually paid by the carrier to 
the land owner. By subtracting the present value from the total 
amount paid the land owner we find the excess cost in each case 
and proceed to determine the ratio between such excess cost and 
present value. The result is known as the multiple of that indi- 
vidual case. All the multiples of a given kind are now combined 
into a weighted average and this average is treated as the mul- 
tiple of that type. The multiple so determined is compared with 
multiples in other parts of the country. 

“When multiples have been determined for all the types into 
which the land of a given carrier falls the process of determining 
the excess cost consists of combining all parcels of a certain type, 
determining present value of those parcels in the aggregate and 
applying to that present value the multiple determined. When 
this has been done as to all the types it affords the basis for the 
estimate now made of the total amount of excess cost. 

“It frequently happens that a carrier is credited in our land 
report with the amount actually paid by it in securing the right 
to use a public street or some portion of the public domain. No 
multiple would be applied to the sum so stated since the carrier 
is allowed only the amount actually expended and we assume 
that the price charged by the municipality if this right were to 
be re-acquired would be the same that it originally was. 

“It is also evident that there would be certain expenses con- 
nected with the acquisition of these lands aside from the amount 
of money paid to the land owner and these are designated in our 








780 THE 
report as incidental expenses. They are made up of the fees and 
expenses of attorneys, right of way agents, etc., etc., together with 
cost of recording deeds, making maps and such like. The amount 
is small in comparison with the total cost. In determining the 
incidental expenses upon a particular carrier the expenses of a 
similar character upon that same carrier actually incurred when 
the road was constructed are examined if known. Similar ex- 
penses upon other roads are also examined and from all this an 
estimate is made of what the expenses would be upon the road 
under consideration. So far it has not been deemed proper to 
compile a percentage for the purpose of determining those ex- 
penses since they would vary upon different carriers according 
to the character of the right of way, the number of parcels and 
many other incidents. 

“If now we combine the excess cost paid to the land owner 
as hereinbefore stated and the incidental expenses incurred by 
the carrier in the acquiring of its lands we shall have the total 
excess cost. This figure is shown in our report as the excess cost 
of acquisition. In the column immediately following this is 
shown the per cent which the excess cost of acquisition bears to 
present value. 

“It is evident that this would show the excess cost to the 
carrier of acquiring its lands, but the carrier insists that the figure 
shown by us should contain something beyond this. It is well 
known that one of the first expenses in the actual construction of 
a railroad is for its right of way lands and these lands develop 
no earning power and therefore yield no return on the investment 
until the road is finished and finally opened for operation. The 
carriers therefore insist that they should be allowed interest on 
their expenditure for lands from the time it is made until the 
money begins to earn from operation. However, this has been 
compensated for by basing the estimate on present value of land, 
rather than the value as of the time the lands would be acquired 
. under the hypothetical reproduction theory. Further, while many 
of these lands would be purchased before construction actually 
begins others would not be, and many parcels would not be paid 
for until construction had ended. 

“The carrier would also pay certain taxes which would vary 
from nothing at all in some states where lines under construction 
are specifically exempted from taxation or where the gross re- 
ceipts from operation are taxed, to other states where quite a 
substantial sum might be exacted if the period of construction 
were considerable. The taxes assessed, in practice, are levied 
upon lands, and for the same reasons that interest on the cost of 
acquisition of lands during the construction period is not con- 
sonant with the estimate here made, none is made for taxes dur- 
ing the construction period in this connection.” 


LOADING OF REVENUE FREIGHT 


The Trafic World Washington Bureau 


A further drop in revenue freight loading took place the week 
ending March 26, the total number of cars loaded being 687,852, 
as compared with 696,707 the preceding week, according to the 
weekly report of the car service division of the American Rail- 
way Association. This was the lowest number of cars loaded 
since the week ending February 26, when the total was 658,222. 

In the corresponding weeks of March 26, in 1926 and 1919, 
the loadings were 900,386 and 713,275, respectively. The total 
for 1920 shows that freight loading had reached a high mark. 

In the week ending March 26 there were decreases in the 
loading of all commodities, with the exception of merchandise, 
L. C. L., as compared with the corresponding week of 1920. 

Loading by districts for the week ending March 26 and the 
corresponding week of 1920 was as follows: 

Eastern district: Grain and grain products, 5,162 and 5,705; 
live stock, 2,550 and 3,182; coal, 35,264 and 56,824; coke, 757 
and 4,475; forest products, 5,945 and 7,502; ore, 704 and 4,244; 
merchandise, L. C. L., 52,900 and 38,969; miscellaneous, 61,001 
and 106,464; total, 1921, 164,283; 1920, 227,365; 1919, 165,879. 

Allegheny district: Grain and grain products, 2,421 and 
2,433: live stock, 2,847 and 3,276; coal, 37,868 and 58,175; coke, 
2.746 and 6,016; forest products, 2,555 and 3,931; ore, 1,447 and 
4,900; merchandise, L. C. L., 40,735 and 46,210; miscellaneous, 
48,150 and 75,344; total, 1921, 138,769; 1920, 200,285; 1919, 147,679. 

Pocahontas district: Grain and grain products, 155 and 144; 
live stock, 67 and 71; coal, 13,554 and 22,721; coke, 42 and 806; 
forest products, 1,530 and 1,921; ore, 18 and 269; merchandise, 
L. C. L., 2,975 and 158; miscellaneous, 5,421 and 9,833; total, 1921, 
23,762; 1920, 35,923; 1919, 31,662. 

Southern district: Grain and grain products, 2,922 and 3,- 
324; live stock, 1,889 and 2,149; coal, 16.893 and 24,738; coke, 
552 and 343; forest products, 14,050 and 17,333; ore, 681 and 2,756; 
merchandise, L. C. L., 39,814 and 26,132; miscellaneous, 39,984 
and 56,376; total, 1921, 116,785; 1920, 133,151; 1919, 116,928. 

Northwestern district: Grain and grain products, 9,432 and 
9,884; live stock, 6,401 and 8,171; coal, 3,850 and 9,370; coke, 
763 and 1,285; forest products, 15,554 and 22,195; ore, 1,094 and 
1,859; merchandise, L. C. L., 27,836 and 22,739; miscellaneous, 
27,463 and 42,192; total, 1921, 92,893; 1920, 117,695; 1919, 103,209. 

Central Western district: Grain and grain products, 8,680 





and 8,196; live stock, 8,896 and 11,195; coal, 11,652 and 21,990; 
coke, 145 and 529; forest products, 3,517 and 6,331; ore, 2,068 
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and 2,984; merchandise, L. C. L., 30,068 and 24,068; miscellaneous, 
30,872 and 45,496; total, 1921, 95,916; 1920, 120,789; 1919, 91,2809, 

Southeastern district: Grain and grain products, 4,188 and 
4,309; live stock, 1,689 and 2,299; coal, 3,108 and 7,156; coke, 174 
and 161; forest products, 6,365 and 8,215; ore, 468 and 668; mer. 
chandise, L. C. L., 16,682 and 16,481; miscellaneous, 23,270 and 
25,889; total, 1921, 55,944; 1920, 65,178; 1919, 56,638. 

Total, all roads: Grain and grain products, 32,960 and 33. 
995; live stock, 24,339 and 30,343; coal, 122,189 and 200,974; coke, 
5,179 and 13,615; forest products, 49,516 and 67,428; ore, 6,48) 
and 17,680; merchandise, L. C. L., 211,028 and 174,757; miscel- 
laneous, 236,161 and 361,594; total, 1921, 687,852; 1920, 900,386: 
1919, 713,275. 

L. C. L. merchandise loading figures for 1921 and 1920 are 
not comparable as some roads are not able to separate their 
L. C. L. freight and miscellaneous of 1920. Add merchandise 
and miscellaneous figures to get a fair comparison. 


COMMISSION DECISIONS 


The Trafic World Washington Burcay 


In a report on further hearing on No. 10514, South Bend 
Chamber of Commerce against the B. & O., the Commission has 
reaffirmed its findings as to South Bend, Mishawaka, Elkhart, 
Goshen, Napanee and Michigan City, but has removed Holland 
from the ninety-four to the ninety-two per cent group and put 
Watervliet into it, effective on or before July 16. 

It has also amended its fourth section order No. 7149 so as 
to allow indirect lines to meet short line competition under con- 
ditions laid down in the fourth section as amended by trans- 
portation act. 

In a report on I. and S. 1239, salt from Utah to San Fran- 
cisco, the Commission specifically recognized the right of the 
Western Pacific to reduce rates on salt from Burmester, Sal- 
duro and Reno to San Francisco and intermediate points to the 
level of prior to August 26, which will not be wholly compen- 
satory, as a method of obtaining needed revenue. The Westem 
Pacific said that after August 26 no salt moved from Utah points 
except in fulfillment of sales made prior thereto, the result be. 
ing a loss of revenue to it. The Commission said it was shown 
that unless the Western Pacific were permitted to reduce rates 
it would be deprived of needed revenue. The schedules pro- 
posing lower rates were suspended on the protest of salt pro- 
ducers around San Francisco Bay, who contended that rates 
which permitted Utah to ship salt into San Francisco must 
necessarily be unduly preferential of Utah shippers. 


CAR SURPLUS AND SHORTAGE 


Thz Trafic World Washington Bureau 


The average daily surplus of cars reached 495,904 in the 
period March 23 to 31, inclusive, a new record in the history of 
the roads. The surplus of all coal cars totaled 255,055. The 
average daily shortage was 123 cars. 


BREAK ALL TRAFFIC RECORDS 


The Trafic World Washington Bureau 


“Comparison of statistics, which have just become available, 
as to freight traffic from March 1, 1920, when federal control 
ended, to January 1, 1921, shows that the railroads of the coun- 
try not only broke all records in the amount of freight handled. 
compared with the corresponding months in previous years, but 
also operated with greater efficiency than ever before,” says the 
Association of Railway Executives in a statement on “Efficiency 
Record of the Railroads.” 

“The total net ton miles for the ten months’ period was 381, 
482,253,000. This was an increase of 1214 per cent over the total 
for the corresponding period in 1919; 54/109 of one per cent over 
the same months in 1918, which had marked the peak up to ihe 
past year, and 6.23 per cent over the ten months’ period in 1917. 

“The loaded freight car miles during the ten months in 1920 
totaled 12,926,548,000. During the corresponding period in 1918 
the loaded freight car miles totaled 12,992,949,000, or 66,401,000 
car miles more thin in 1920. This would indicate that the busr 
ness was handled with greater efficiency in 1920 than in 1918, be 
cause a larger tonnage was transported with a smaller number 
of car miles. 

“The average load per loaded car during the 1920 period was 
29% tons, the highest on record and 3/10 tons greater than @ 
1918. It was also two tons more than in 1919. Freight cars 
were moved in 1920 an average distance daily of 2514 miles com 
pared with 25 4/5 miles in 1918 and 22 7/10 miles in 1919. 

“Efficiency ratios for the ten months’ period follow: 


1920. 
381,482,253 


1917. 1918. 1919. 
Net ton-miles (thou.).. 359,091,787 379,432,186 338,932,112 


Loaded freight car miles 96 548 
SR 'anc¢tnenserkes 13,204,998 12,992,949 12,283,466 12,926,9 
Freight cars on line daily _ 

Serviceable ........... 1,946,621 2,317,027 2,307,650 2,208.8 
Unserviceable ....... 117,643 146,456 182,227 P Vt) 3 
ae 2,064,264 2,463,383 2,489,877 2,100 
Car miles per day...... 23.6 25 22.7 $95 
TORS OOF ORT cose visas 27.2 29,2 27.5 oe 
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N.Y. C. PURCHASE OF SWITCHING LINES 


Hearing on Finance Docket No. 1165, application of the New 
york Central to purchase certain switching and terminal prop- 
erty and leases within the Chicago switching district, began 
pefore Director W. H. Colston, of the department of finance of 
the Interstate Commerce Commission, and Attorney-Examiner 
R, W. Clarke, in Chicago, April 5. The application of the New 
York Central is divided into three separate requests: (a) The 
purchase by the New York Central Railroad Company of all 
the capital stock of the Chicago River & Indiana Railroad Com- 
pany; (b) the leasing by the Chicago Junction Railway Company 
for a term of 99 years and thereafter at the election of the lessee 
in perpetuity of all its properties (owned and leased) to the 
Chicago River & Indiana Railroad Company; (c) the granting 
to the New York Central Railroad Company of an option to 
purchase all of the capital stock of the Chicago Junction Railway 
Company or all of the properties to be leased by it to the Chi- 
cago River & Indiana Railroad Company. The application is 
made on the ground of public convenience and necessity, pur- 
suant to paragraphs 18 to 22 of section 1 and paragraph 2 of 
section 5 of the interstate commerce act. 

The public convenience and necessity phase of the applica- 
tion was dwelt on heavily by General Counsel Robert J. Cary, of 
the New York Central, in his opening statement. “Any oppo- 
sition to this proposition by other roads within the district will 
be caused solely by the fact that these lines will experience 
new competition through the better opportunities which will be 
afforded these switching lines to handle freight by this consoli- 
dation,’ he said. “We maintain, however, that the factor of 
new competition should not in any way be injected into these 
proceedings. The question is not whether there will be com- 
petition, but whether the public will be benefited by this consoli- 
dation and, if such is the case, authority from the Commission 
granting our application should be forthcoming regardless of 
whether the other roads will be inconvenienced, which we do 
not admit will be the fact.” 


Mr. Cary said it was the intention of the N. Y. C. to retain 
the Chicago Junction as a separate, centralized transportation 
entity. He described the advantages that would come to the 
users of these lines because it would be possible to remove 
classification operations from the crowded industrial district and 
perform them in the yards and on the lines of the Indiana 
Harbor Belt, an “outer belt line” owned by the N. Y. C. He 
said that some of the lines of the Indiana Harbor Belt were 
operated only to 25 per cent of capacity and would, therefore, 
be able to handle this increase in traffic. 


Mileage figures introduced by A. A. Schmidt, valuation engi- 
neer of the Chicago Junction, showed that the Chicago Junction 
operated 248 miles of main line, switching and industrial track- 
age, and the Chicago River & Indiana, 22.69 miles. His valua- 
tions, based on the methods prescribed by the Commission, gave 
the 1920 cost of rebuilding new, less depreciation, of the Chicago 
Junction is $18,111,620 and of the C. R. & I. as $1,784,801. The 
price to be paid for the capital stock of the C. R. & I. is $750,000. 

An intervening petition was filed by Luther M. Walter for 
the B. & O. and seven other trunk lines operating into Chicago. 
They allege that the acquisition of these switching lines by the 
N. Y. C. would discriminate against them because of the natural 
tendency of the owning agent to divert traffic to its own trunk 
lines. The intervening roads offer to become parties to the 
purchase in any proportions and at such prices as the Commis- 


' sion may decide. 


Other petitions were filed by Irving’ Herriot and Ernest S. 
Balard in behalf of a number of shippers in the territory served 
by the Chicago Junction. The first mentioned petition opposes 
the transfer, while the latter takes no position other than to ask 
that the Commission protect the shipping privileges and facilities 
of the shippers by appropriate conditions in the certificate. 

Testifying on April 6, A. H. Smith, president of the New 
York Central, emphatically denied that it was the intention of his 
toad to monopolize the terminal facilities of the Chicago Junc- 
tion and the Chicago River & Indiana roads, which it is seeking 
permission to buy. He said the only reason the N. Y. C. was 
anxious to acquire the property was that it would eventually be 
dried up” if it could not obtain new and larger terminal facili- 
Hes in the city of Chicago. 

M an proof of these assertions, which were questioned by Luther 
i alter, attorney for other trunk line railroads, Mr. Smith pro- 
‘ “ee a copy of a document which he said had been prepared and 
ubmitted to the shippers in the territory affected, at their re- 
— This document contained promises, first, to retain the 
— identity of the Chicago Junction and the C. R. & I. roads 
a. authority in Chicago; second, to continue to 
Vithe, the uninterrupted flow of traffic to and from all roads 
out discrimination as to routing; and, third, to continue the 
Perating 
Cha anction and the C. R. & I. and other carriers operating 
, — This document, Mr. Smith said, was submitted to 

Shippers in the form of a petition and was later forwarded 


it ree: s 
0 the Commission signed by 98 per cent of those concerned. 


Mr. w ‘ tes 
'. Walter wanted Mr. Smith to agree to provisions in the cer- 
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and traffic relationship now existing between the Chi- - 
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tificate of public necessity which would make it impossible to 
change the switching rates on these lines, train schedules, and 
locations of points of interchange without the consent of the 
carriers affected. Mr. Smith replied that he was willing to sub- 
mit to any rules laid down by the Commission or anything like 
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men and the positions in touch with each other. The rates for 
classified advertisements ars as follows: First insertion, $1.00 pe 
line; minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
8 point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, IIl. 








POSITION WANTED—Traffic Manager, claim expert with wide 
experience, railroad, ‘steamship and commercial house; can show suc- 
cessful record and furnish first-class reference. Age 28. Address 
. R., Traffic World, Chicago. 


POSITION WANTED—As Traffic Manager or Assistant, six years’ 
express service; certified by the American Commerce Association. 
Understand rates, claims, demurrage, tracing, routing and office rou- 
tine. Address E. S. H., care Traffic World, Chicago. 


POSITION WANTED—Man with ten years’ broad railroad experi- 
ence and two years’ technical training: very excellent references; 
thorough knowledge of all traffic details; desires to connect with 
sound industrial concern. Address L. O. S. 351, Traffic World, Chi- 
cago. 


POSITION WANTED—tTraffic Executive, experienced, railroad 
and industrial, now located New York, desires change. No objection 
to locating elsewhere. Address M. E. S. 153, Traffic World, Chicago. 


POSITION WANTED—Traffic Manager or Assistant, technically 
trained, fourteen years’ practical experience, railroad, express, ma- 
chinery, iron and steel, automobile, building construction, thoroughly 
ili Age thirty, best references. yer lo- 

ress 








WANTED—Energetic young man with close application to duties 
and devoid of frivolous habits, to take charge of and handle details 
in General Freight and Passenger Office. Must be capable of revising 
local and interline waybills, have experience in routing freight and 
handling interline freight claims, be strictly temperate and honest, 
amenable to discipline and content to live in small, inexpensive town, 


ried or single, with or without children, outlining past experience, 
and give ample references in first letter, stating salary expected. 
Fernwocd, Columbia & Gulf Railroad Co., Fernwood, Miss. 





WANTED—Man with traffic experience, railroad or industrial, by 
manufacturing concern. State experience, age, nationality, references, 
and salary wanted. Address Y. L. O. 349, Traffic World, Chicago, Ill. 


POSITION WANTED—Traffic Manager, eleven years’ railroad, 
three years’ industrial experience. Complete knowledge of claims, 
rates, demurrage, tariffs and general traffic work. Diploma Inter- 
national Correspondence Schools, Scranton. Married. Age 35; excel-" 
lent credentials. Address ‘‘Tires,’’ Traffic World, Chicago. 


POSITION WANTED—Traffic Manager, with fifteen years’ rail- 
road, industrial, Board of Trade and Association of Commerce traffic 
experience, desires change. Reference, present employers and big 
traffic men of country. If interested in securing services of man to 
handle rate problems and cases before the Commissions address R. O. 
W., Traffic World, Chicago. 


_ POSITION WANTED—Traffic Manager, thoroughly equipped, con- 
scientious, well versed all phases of traffic work, technically trained. 
Address O. L. R. 345, Traffic World, Chicago. 


POSITION WANTED—tTraftic executive holding important rail- 
way position qualified as examiner Interstate Commerce Commission 
seeks nd field. Address R. E. E. 301, care Traffic World, Chi- 
cago, q 




















FOR SALE—Several thousand first-class 6x8—8 ft. oak railroad 
cross ties. Can also furnish oak switch ties to order. L. E. Pearson, 
Edwardsburg, Mich. 


HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


Phone Main 2210 417 SOUTHERN BUILDING 
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a concerted move on the part of the shippers, but that he did 
not believe the N. Y. C. should be expected to submit to being 
ruled on its own lines by outside carriers. 

Ernest. S. Ballard, appearing in behalf of a number of ship- 
pers, enumerated the conditions on which his clients would be 
willing to agree to a transfer of the property. These included, 
in addition to those contained in the petition, the continued use 
of the present names of the roads; the maintenance of the same 
switching charges and absorptions on these lines as apply con- 
temporaneously in the balance of the switching district; the 
continuance in force on these lines of the national code of de- 
murrage rules, and the continuance of various convenient prac- 
tices cf billing on other connecting lines through local agents 
of the Chicago Junction and the C. R. & I. Mr. Smith agreed 
to all these conditions 

The valuation of the land on which the roads are built was 
testified to by W. V. Young, vice-president of the American Ap- 
praisal Company, as being $19,530,000 for the Chicago Junction 
and $1,695,000 for the C. R. & I. Walter Mills, another valua- 
tion expert, placed the valuation of the Chicago Junction land 
some $4,000,000 higher than Mr. Young’s estimate and the C. R. 
& I. value about $130,000 lower. 

Mr. Smith said the asked price for the property was, in the 
first instance, $40,000,000, which was subsequently reduced to 
$33,000,000, of which the $2,000,000 annual rental under the 
proposed option represents interest of 6 per cent. He admitted, 
when asked by Mr. Walter, that he knew, prior to the $33,000,000 
offer, that the book value of the property was less than $6,000,- 
000, but said it would cost many times that to reproduce, if 
reproduction were possible. He expressed satisfaction with the 
bargain made and said that the N. Y. C. expected to be able to 
pay the $2,000,000 annually out of the earnings of the properties. 

Irving Herriot, attorney for a number of shippers with in- 
dustrial plants lving along the right-of-way of the Chicago Junc- 
tion and the Chicago River & Indiana roads, made the charge, 
April 7, that the signatures of 98 per cent of the shippers, as al- 
leged by A. H. Smith, president of the N. Y. C., on the previous 
day, had in many instances been obtained through misrepresenta- 
tions on the part of representatives of the N. Y. C. and the Chi- 
cago Junction. 

“Employes and minor officials of these lines,” he said, “took 
this petition to shippers in the district with the volunteered in- 
formation that the Chicago Junction was about to go into the 
hands of a receiver and that service could not be maintained 
at the present standards unless the property was taken over by 
the N. Y. C. We stand ready to produce as witnesses a number 
of shippers who signed the petition because of these statements 
and who now desire to withdraw their signatures.” 

In an effort to prove that the road was far from improvi- 
dent and that, on the contrary, it would prove an extraordinarily 
profitable investment for the N. Y. C., Mr. Walter, attorney for 
opposing carriers, learned in cross-examining L. B. Porter, assist- 
ant comptroller of the N. Y. C., that the net income of the road, 
figured on an average for five years, was $432,228, or 86 per 
cent of the C. R. & I. capital investment of $500,000. He pointed 
out that this would be a return of 57 per cent on $750,000, which 
is the price that the N. Y. C. proposes to pay for the capital 
stock. On the other hand, he alleged that the proposed annual 
rental of $2,000,000 would be a good return on the $5,500,000 
capital investment of the Chicago Junction. 

W. J. O’Brien, general manager of the Chicago Junction, 
testified that, in his opinion, it would be practically impossible 
for the N. Y. C. to discriminate against any carrier in service. 
The right-of-way would quickly become congested, he said, if 
any attempt were made to separate the cars routed over the 
N. Y. C. in order to move them more quickly than the other cars. 
He said that, in his opinion, the shippers on the two lines would 
have nothing to lose by the change in the control of the property 
so long as the N. Y. C. continued, as it has promised to, the 
present methods of operation and the present arrangements and 
agreements between the Chicago Junction and the C. R. & I. 
on one hand and the trunk lines on the other. 


STATE RATE ORDERS AMENDED 


The Trafic World Washington Bureau 


Each of the nineteen orders pertaining to state-made rates, 
fares and charges issued prior to March 29 is to be amended so 
as to show that it is not to be construed as requiring the estab- 
lishment or maintenance of higher intrastate rates, fares or 
charges than the rates, fares or charges imposed on interstate 
traffic. A similar addition will be made to the orders issued after 
March 29 requiring the carriers to remove discriminations against 
interstate commerce, caused by the orders of state commissions 
or state laws, or forced by reason of such orders or statutes. An 
amendment to the order in No. 11774, the South Carolina case, 


was issued to the public April 1 and amendments pertaining to . 


New York and Iowa cases were put out the following day. 
These amendments were made necessary by the fact that 
some railroads were construing the orders of the Commission 
to mean that, even if, in their judgment, the interstate rate, 
fare or charge should be reduced, the orders were such that a 
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similar reduction could not be made in the intrastate rate withoy 
an order from the Commission. The amendment to the Ney 
York order, which will be the same in all others, the only diffe. 
ence being the date on which the order became effective, is as 
follows: 

It is further Ordered, That nothing in this order shall he con. 
strued as requiring any common carrier to establish, put in force o 
maintain any rate, fare or charge for the transportation of passen- 
gers or property in intrastate commerce which is greater than it; 
corresponding rate, fare or charge applicable to the transportation of 
passengers or property in interstate commerce from, to or at. the 
same points in effect on said 13th day of November, 1920, or freater 
than its corresponding rate, fare or charge contemporaneously jp 
effect and applicable to the transportation of passengers or property 
in interstate commerce. ' 


TEXAS LIVE STOCK RATES 


The Trafic World Washington Burea 


Live stock rates in Texas may be reduced as the result of a 
move by cattlemen and congressmen. With that end in view 
they consulted members of the Commission, who indicated that 
there could be no objection in view of what it had previously 
done with rates from Texas to Northern ranges. The carriers 
however, have not signified their willingness. The Orient road 
has refused to join in a reduction of rates to Northern range 
and, inasmuch as it is a big factor in intrastate rates, the 
Texans may have trouble in carrying out their plans. 


MONTANA RATES AND FARES 


A brief hearing was held in Washington before Examiner 
Mattingly, April 4, on the petition of the Butte, Anaconda & 
Pacific Railway Company, for modification of the Commission's 
order in No. 11860, Montana rates, fares and charges, so that 
it may apply on its traffic the percentage increases authorized 
in that order. This road was not named in the order. Formerly 
it was a steam railroad, but it has electrified part of its line. 
The main line of the road extends from Butte to Georgetown, 
Mont. Warren Nichols, attorney for the company, was the only 
witness to appear in support of the petition. ’ 


TEXAS EXPRESS RATES 


The Trafic World Washington Bureau 


In arguments, April 6, on No. 11990, Texas Express Rates, 
the Texas commission and John E. Benton, representing the 
National Association of Railway and Public Utility Commission. 
ers, contended that express companies are not within the rule 
laid down by Congress when it added section 15 (a) to the in 
terstate commerce law. Mr. Benton laid down the proposition 
that: this was a case in which only the principles of the Shreve 
port case could be applied, under which the reasonableness of 
the rates was not within the province of: things to be considered 
by the federal body, 

The contrary view, that the express company is entitled to 
the benefit of paragraph 4 of section 13, the one making dis 
criminations against interstate commerce unlawful, and of 1i 
(a), was put forth by J. H. Moores, for the American Railway 
Express Company. 

The Texas side of the case was presented, in addition to 
the presentation made by Mr. Benton, by Tom L. Beauchamp, 
assistant attorney general, and C. E. Gilmore, the junior men: 
ber of the Texas commission. Their main contention was that 
15 (a) does not apply to common carriers by express. They 
also contended that any increase in the express rates would 
ruin the fruit and vegetable interests and cause even wide! 
spread distress than was seen there last fall, when crops rotted 
in the fields. Commissioner Hall asked what facts about costs 
of production they had to show that the rotting of crops in the 
field was due to the freight or express rates. Mr. Beaucham) 
said he had no facts in mind but that Mr. Gilmore was familia 
with the facts. Mr. Gilmore said the Texas commission hal 
not made and could not make an investigation that would prove 
that the express and freight rates had done that, but the Texas 
commission did know that there had been a larger percentagt 
increase in Texas than in any of the other states except two 
and that Texas shippers felt that the additions to transport 
tion charges were what had caused their distress. Mr. Gilmor 
said that he had no facts other than the unsworn statememl 
made by vegetable growers, at a conference on March 28, to the 
effect that they could not now ship on the rates in effect and 
make any profit on the prices they could obtain in the markets 
to which they have hitherto been shipping. Mr. Beauchawl 
said it was said among the vegetable growers in Texas that 
they sold cabbage at $5 a ton, that cabbage would have to be 
sold in Chicago for $143 a ton to enable them to pay the mit 
dlemen and the railroads. ' 

Chairman Clark remarked that the freight rate on a ton® 
cabbage would be $16. Mr. Beauchamp did not undertake " 
argue the point. 

The case was brought by the express company on the theog 
that Texas was bound to allow the same percentages of ince 
on state rates as the Commission might make on interteg 
rates. The Texas body did not grant the last increase of Io 
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per cent, given by the federal body to cover the cost of the last 
wage award the Railroad Labor Board gave the employes of 
the express company. The express company, at the hearing, 
showed that the failure of the Texas body would cause the ex- 
press company to obtain $895,242 less than would accrue to it 
if the increase had been allowed. It showed that in 1919 it lost 
$93,000 on Texas business. It also showed that in twenty-two 
months it lost $64,000,000. 

The Texans politely hooted at the idea of a company capi- 
talized at $34,000,000 losing $64,000,000 in twenty-two months. 
They called attention to the fact that none of the stock of the 
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Forwarding Agents 


OR thirty-seven years we have been serving Domestic, 
K Import and Export shippers, meeting every require- 

ment that would be expected of a house of our size, 
yet giving that sincere personal service which demon- 
strates our interest in the upbuilding of trade. 
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express company is obtainable on the market and suggested 
that if the company had lost any such sum there would not be 
a stockholder in the country who would not be clamoring for 
@ purchaser. They claimed that the record was bare of any 
showing of actual loss. They also pointed to the fact that in 
1919 the company lost, according to-its own showing, 8 per 
cent of its gross revenue on business throughout the country 
while its loss in Texas, on business moving on Texas rates, 
was only 1.1 per cent. They suggested that the facts showed 
that if there was any obligation, imposed by Congress, for the 
Commission to consider the financial needs of the express com- 
pany, the Commission should come to the conclusion that Texas 
had contributed more to the relief of the express company than 
the rest of the country, and that instead of eliminating the Texas 
rates, the federal body would do better by the company by ex- 
tending the Texas rates to cover the entire country. 

Mr. Benton said he hoped the Commission would not accept 
the invitation held out by the record to reach out for a power 
that Congress had not given it, to consider anything other than 
whether the Texas rates constituted a discrimination within 
the meaning of the law as it stood before the passage of the 
transportation act. 

Commissioner Hall asked him if he thought the Commission 
had ever reached out for power not given it by Congress. Mr. 
Benton explained that he had not intended to convey that mean- 
ing, but merely that the record in this case was an invitation 
to construe the law so as to give it the power to do for express 
companies what it conceived Congress had told it to do for the 
railroad companies. 


WASTE IN POSTING OF TARIFFS 


B. S. Atkinson, traffic manager of the Louisiana & Arkansas 
Railway Company, under date of March 24 wrote to G. M. Cros- 
land, chief of the tariff section of the Interstate Commerce Com- 
mission, as follows: 

“A great deal of money is being needlessly wasted by the 
posting at stations of all tariffs applying therefrom, regardless of 
whether or not there is a movement of traffic from all stations 
from which the tariff carries rates. 

“As a practical matter the tariffs we are now posting at our 
originating stations might be reduced by one-half or more with- 
out impending in any degree the movement of traffic or impair- 
ing the ability of the public to secure prompt information with 
respect to rates. 

“To illustrate: Agent Countiss’ westbound tariffs being ap- 
plicable from all points in the states of Arkansas and Louisiana 
must be posted at all of our stations, notwithstanding there is 
no movement except from three or four points. The same thing 
is true as to numerous other tariffs, and the situation on our 
line in that respect is, of course, general throughout the United 
States. While in the last analysis the public must foot the bill 
for this apparently useless expenditure of money, the question is, 
does the public get the worth of its money. I respectfully sub- 
mit it does not. 


“It is a well known fact that the public seldom makes use of 
the public tariff files at railroad stations, one reason being that 
as a general proposition it requires, as you know, a rate expert 
to get a rate from a tariff, and shippers whose business is suffi- 
cient to warrant them in employing a rate expert, maintain a file 
of their own containing such tariffs as they have occasion to use 
in the conduct of their business; others depend upon the Traffic 
Departments of their Chamber of Commerce or Traffic Bureaus; 
still others in smaller towns or communities having no such or- 
ganization, must, and do of necessity, rely upon the local em- 
ployes of the railroads for their rate information, for the simple 
reason that rate and tariff knowledge cannot be legislated into 
the heads of the people any more than could architectural, legal, 
medical or any other kind of professional knowledge. 

“I appreciate the purpose of the Congress in passing the law 
requiring the posting of tariffs for public inspection and of the 
Commission in enforcing it. Conditions have, however, changed 
materially since this provision was written into the Interstate 
Commerce Act, and I believe you will agree with my view that 
there is now nothing like the same need for this provision as 
existed at the time the law was passed. Then rates could be re- 
duced upon three days’ notice and so called midnight tariffs were 
frequently issued giving some shipper an advantage about which 
his competitors knew nothing. Rates were also advanced upon 
ten days’ notice with previous consultation with shippers. To 
overcome this condition the carriers were required to post their 
tariffs at the stations affected. Now the law requires thirty days’ 
notice of either a reduction or an advance and “midnight” tariffs 
are a thing of the past. 

“Still, so long as the law requires the posting of tariffs at 
agency stations, I appreciate that although clothed with power to 
modify its provisions in that respect, the Commission doubtless 
does not desire to make modifications to an extent which would 
nullify the law. The modification which has already been made 
with respect to the posting of tariffs at points of destination has 
been of material assistance to the carriers, and I doubt if a 
single complaint has ever arisen therefrom. I think I understand 
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the position of the Commission with respect to the posting oj 
tariffs at points of origin and I appreciate the fact that the Cop. 
mission could not be expected to give the carriers carte blanche 
to use their own judgment as to where tariffs should be posted; 
nor would it be practicable, on account of the undue amount of 
work which would be involved, for the Commission to permit 
the carriers to make individual applications petitioning the Com. 
mission to waive the posting requirements as to certain tariffs at 
certain originating stations, account of no movement or very ip. 
frequent movement. 

“It occurs to me, however, that this useless expenditure of 
money might be avoided and the requirements of the law met to 
the satisfaction of the Commission and all concerned by the use 
of a rule in the tariff indices of the carriers of similar import 
to Rule 77 of Tariff Circular 18-A. In other words have the 
tariff indices show, as they do at present, where the tariffs are 
on file; and in addition there to contain a list of tariffs applying 
from certain stations which are not on file at such stations and 
in connection therewith a statement to the effect that the agent 
will give preferred attention to any request made upon him for 
information respecting rates in tariffs not on file at his station, 
and when requested to do so in writing, will produce within three 
days, a copy of such tariff for inspection; and that upon demand 
the resissue of any such tariff will be posted at any station from 
which the tariff names a rate. 

“This, it seems to me, would give the public as good protec. 
tion now that rates can only be changed on thirty days’ notice, 
except by special permission of the Commission, as the posting 
of the tariffs theoretically afforded when rates could be reduced 
on three days’ notice or advanced on ten days’ notice. 

Rule 77 seems to have worked out very satisfactorily to all 
concerned in connection with the Fourth Section of the Act. Do 
you not think a rule such as I have suggested embodying the 
same principle would work out satisfactorily in connection with 
the Sixth Section, and at the same time save a considerable sum 
of money which is being spent to meet the technicalities of the 
law and without accomplishing any practical good. 

“If you think well of my suggestion, will you not kindly sub- 
mit it to the Commission and advise me what action, if any, is 
taken thereon.” 

Under date of April 1, Mr. Atkinson wrote again as follows: 

“Referring to my letter of March 24 in regard to posting of 
tariffs for public inspection at agency stations: 

“I failed to mention a very important change in conditions, 
which it seems to me is a strong argument in favor of modifica- 
tion of the existing requirements with respect to the posting of 
tariffs for public inspection; and that is, that practically all pro- 
posed rate changes are now made public before the changes are 
decided upon. 

“The Southwestern Tariff Bureau, which covers the territory 
in which this road is situated, issues bulletins from time to time 
showing the subjects which have been docketed proposing 
changes in rates, either reductions or advances. These bulletins 
are furnished to shippers, and I understand are published in The 
Traffic World.* My understanding is that other freight bureaus 
pursue a similar course with respect to proposed rate changes 
in their respective territories. In southwestern territory, nol 
only are the docket bulletins distributed, but when requested, 
subjects are set down for public hearing by the Rate Committee 
of the Southwestern Tariff Bureau, and bulletins are issued from 
time to time giving notice of dates of such hearings and the sub- 
jects to be discussed, 

“The purpose of the requirement in the original Interstate 
Commerce Act with respect to the posting of tariffs for public 
inspection having been to give publicity to rate changes so 4s 
to counteract as far as possible the evils arising from the pub 
lication of midnight tariffs designed to favor some particula! 
shipper; also the effect of unexpected bona fide changes in rates 
which, as pointed out in my letter of March 24th, could be made 
upon three days’ notice for reductions, or ten days’ notice fo 
advances, it seems to me that under the vastly changed condi 
tions now prevailing throughout the country with respect 
rate changes, the Commission might with propriety, furthe! 
modify the requirements of the law with respect to the posting 
of tariffs for public inspection; and I trust upon consideratlo 
of the matter they will decide to do so in the interest of eco! 
omy. It is, of course, impossible to estimate the amount 0 
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*Dockets of the rate committees are published in the Daily Trafic 
World and in the Weekly T'raffic Bulletin. 


PURCHASE OF C, & E. I. 


The Chieago and Eastern Illinois Railroad, which has beel 
in the hands of a receiver since May, 1913, was sold April 5 al 
Danville, Ill., to New York financial interests for $13,285,000 bi 
Herbert Lindahl, master of the federal court. The only Pl’ 
perty of the railroad not included in the transaction is * 
branch line extending from Momence, IIl., to Brazil, Ind. ~~ 
M. Murray and Joseph P. Cotter, attorneys representing . 
purchasers, announced that the executives of the road wo 


be retained and steps taken immediately toward reorganizatio 
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AMERICAN NATIONAL ECONOMICS SERIES 


Series No. 1 


SOME PHASES OF THE TRANSPORTATION 
PROBLEM 
By Francis B. James 


55 pages, table of citations and index. Second Edition (second 5,000). 
Paper cover, 25 cents; Cloth cover, 50 cents. 
“Timely and full of meat.”—Roscoe Pound, Dean of Harvard Law 


School. . = - P 
“It discusses the question from a new viewpoint of American Na- 


ticnalism’’—Publisher’s Preface. 


Series No. 2 
STRIKING PASSAGES FROM INAUGURAL ADDRESS 
OF PRESIDENT HARDING, MARCH 4, 1921 


With short introduction by Francis B. James. 11 pages and index. 
Paper cover, 10 cents. 


Series No. 3 


COMMON SENSE VS. PROHIBITION IN RAILROAD 
RATES, 1921 
By Edgar Gengenbach, General Sales Manager, Anheuser- 
Busch Co., with introduction by Francis B. James. 


28 pages with table of citations, index and frontispiece “This is 
the House That Davies Built.’’ Paper cover, 25 cents; Cloth cover, 50 
cents. 








Series No. 4 
CLARK ON INTERSTATE COMMERCE 
With introduction by Francis B. James 


238 pages of text; 79 pages of introduction and index. Cloth cover, 
$3. Discusses among other things the ‘‘weak roads’’ problem. 


Series No. 5 
GREAT OPINIONS ON AMERICAN NATIONALISM 


* With introduction by Francis B. James 


This will come from the press about October 1, 1921, and price will 
be announced later. : 
Remittances of less than $1 may be made in postage stamps to 


JOHN BYRNE & CoO., 
714 Fourteenth St., N. W., 
Washington, D. C. 


Be a Certified 


Traffic Manager 


Learn By This 
IVAN Gulati 


Salary $2,500 to $10,000. 


A Year and More 


Get into this new big pay field now! The traffic director of a Detroit 
concern earns $19,500 a year—a Cleveland traffic man receives $24,000. 
Of course every man cannot equal these brilliant successes, but number- 
less traffic positions pay from $2,500 to $10,000 a year. The work is 
fascinating and intensely interesting and the rewards are big. Thou- 
sands of men are needed now. Why don’t you qualify for one of these 
big pay jobs? 


Learn in Spare Time 


You can quickly master the secrets of traffic management through 
our simple method of spare time study. The American Commerce Asso- 
ciation staff of experts can qualify you for a good traffic job in an 
amazingly short time. You don’t need to take a moment’s time from 
your present work—and after you have qualified we assist you to secure 
& well-paid position. 


Write for Free Illustrated Booklet 


Let us send you this free illustrated book on traffic management and 
traffic opportunities. Find out what we have done for hundreds of suc- 
cessful members and what they say of the A. C. A. Learn how we can 
help you to a lasting success and a position of prestige and importance. 
Don’t delay! Send us a postal today! Address 


AMERICAN COMMERCE ASSOCIATION 


Dept. 24-B 4043 Drexel Blvd., Chicago, III. 
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$15.00 BENTLEY COMPLETE PHRASE CODE 
Reoulat BGitioe: ..... 0... nce cca. RD 
Travelers’ DAMIR. . oo... soc ences peeee 


Those who know ‘“‘Bentley”’ best use it most, like it best, and 
yet there are thousands who never perused this code, else 
they would use it. We’ll send it on approval without ad- 
vance payment. Then you’ll see why it’s so popular and 
money saving. Text identical, whatever prices: asked else- 
where. 


$12.00 A. B. C. CODE, 5th EDITION 
With Condensed Words Included 


Postage 40c per copy to destination. 

















WRITE TO-DAY 


The CONTINENTAL and 
COMMERCIAL 


BANKS 


CHICAGO 
La Salle, Adams, Quincy and 
Wells Streets 


Invested Capital More Than Fifty-five Millions 


HE Trafic Department 


of these Banks is espe- 
cially equipped to assist manufacturers, 
merchants and shippers in preparing 
documents, routing shipments, and 
in other problems incident to foreign 


and domestic commerce. 


You are invited to make full use 


of our Traffic Department 


W. A. DUNNETT :: Traffic Advisor 
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TRANSPORTATION OF EXPLOSIVES, ETC. 


The Trafic World Washington Bureau 


By a supplemental order in No. 3666, the Commission, April 
6, promulgated an amendment to the specifications for the con- 
struction of double-faced strawboard cases, used in the transpor- 
tation of explosives and other dangerous articles, so that para- 
graph 31 of specification No. 24, effective September 1, 1918, will 
read, effective May 25, 1921, as follows: 

The head of all double-faced corrugated strawboard cases con- 
taining a total of not more than eight quarts must be formed with 
four flaps, each pair of flaps butting at approximately the center 
line of the head; provided, that cases containing 4 total of more than 
four quarts, but not more than eight quarts, are strengthened by an 
inner pad of double-faced corrugated strawboard arranged and con- 
structed to closely fit the top and the bottom of the case, this pad 
having a resistance of not less than 175 pounds to the square inch, 
Mullen test, or this pad may be omitted if a case containing a total 
of more than four quarts but not more than six quarts is formed with 
two inner flaps butting at the center line of the head and two outer 
flaps each covering the entire head, or this pad may be omitted if a 
case containing more than six quarts but not more than eight quarts 
is formed with both inner and outer flaps covering the entire area of 
the head; provided, that cases containing a total of more than four 
quarts, but not more than eight quarts may consist of two complete 
double-faced corrugated strawboard cases, one fitted closely inside the 
other, the inner case made of double-faced corrugated strawboard 
having a resistance of not less than 175 pounds to the square inch, 
Mullen test, and the outer case made of double-faced corrugated 
strawboard having a resistance of not less than 200 pounds to the 
square inch, Mullen test, fully complying with these requirements and 
specifications, and with the heads of each case formed with four flaps, 
each pair of flaps butting at the center line of the head. 


COMPENSATION FOR H. & B. V. 


The Trafic World Washington Bureau 


In a report to the President, a board of referees composed 
of John J. Hickey, James Quarles and George M. Curtis, has 
recommended that he offer the Houston & Brazos Valley and 
George C. Morris, its receiver, compensation at the rate of 
$65,368.05 per annum, subject to the observance of certain rules 
for the upkeep of the property during federal control, and for 
its return thereafter, specified in sections 5 and 9 of the standard 
form of contract. Except while the railroad was in the hands 
of the government it has been in the hands of receivers since 
October 27, 1915. 

The railroad company and its receiver contended that $143,- 
655 per annum would be proper compensation, while the Rail- 
road Administration contended that the compensation should 
not exceed $31,416, the average annual net railway operating 
income during the test period, as certified by the Interstate 
Commerce Commission. The railroad company based its claim 
to $143,665 per annum on the fact that in the year ended Decem- 
ber 31, 1917, it made that much, and that that large earning was 
due to the fact that by that time it had become a fairly well 
developed property. 

The M. K. & T. owns half the stock of the road and the 
Freeport Texas Company the other half. Its chief traffic is 
sulphur from Bryanmound, Tex., the demand for which was large 
during the war. In each of the fifteen months after the signing 
of the armistice, the Director-General operated the road at a 
deficit. The referees, therefore, declined to use the profitable 
year 1917 as a yardstick. They also declined to hold the unde- 
veloped road down to the small average return during its 
period of development, but split the difference. 


MINOR COMMISSION ORDERS 


The order in No. 10902, E. H. Edwards vs. A. T. & S. F. 
et al., has been modified to become effective June 10 instead 
of May 10. 

The Commission has reopened No. 11105, United Chemical 
Products Co. vs. Indiana Harbor R. R, et al., for reconsideration 
upon the record as made. 

L. B. Adcock et al. have been permitted to intervene in No. 
12281, Texas Live Stock Shippers’ Protective League et al. vs. 
Fort Worth Belt Ry. et al. 

The Illinois Coal Traffic Bureau has been permitted to in- 
tervene in No. 12399, Vigo Mining Co. et al. vs. P. C. C. & St. 
L. et al. 

The Philadelphia Quartz Company has been permitted to in- 
tervene in No. 11468, Silica Sand Producers’ Traffic Association 
vs. Pennsylvania et al. 

The Illinois Coal Traffic Bureau has been permitted to inter- 
vene in No. 12291, Sharon Coal Co, et al. vs. C. & A. et al; No. 
12276, William L. Carney vs. Director-General, and No. 12280, 
Central Illinois Light Co. vs. C. & A. et al. 

The Sioux City Live Stock Exchange has been permitted to 
intervene in No. 12268, Board of Railroad Commissioners of 
South Dakota vs. C. & N. W. et al. 

The Illinois Coal Traffic Bureau has been permitted to inter- 
vene in No. 12289, C. N. Dietz Lumber Co. et al. vs. Colorado & 
‘Southern et al. 

The Philadelphia Quartz Co. has been permitted to intervene 
in No. 12469, the Silica Sand Producers’ Traffic Association vs. 
Missouri Pacific et al. 

The Welch Grape Juice Co. has been permitted to intervene 
in No, 12400, Armour & Co. vs. A. G. S. et al. 


The Southern Ohio Coal Exchange has been permitted to 
intervene in No. 12235, Michigan Manufacturers’ Assn. et al, vs. 
C. & O. et al. 


FREIGHT SHIPMENT CURTAILED 


The Trafic World Washington Bureay 


The War Department has issued orders curtailing the ship. 
ment of freight in connection with the operation of the depart. 
ment because of a shortage of funds. The instructions issued by 
the department provide that the shipment of all stores and sup. 
plies in connection with the establishment of the sections of the 
several supply branches of general intermediate or general re. 
serve depots or establishment of branch reserve and branch inter. 
mediate depots will be discontinued until June 30, 1921, except in 
so far as such shipments may be absolutely necessary to supply 
the troops. The orders also apply to express shipments. The 
orders do not apply to operations necessary for the transfer of 
personnel under orders, supply of troops, operation of government 
manufacturing plants and construction work. 


COMMISSION CLOSES INCIDENT 


The Commission has closed the incident which arose 
January 17 in the agrument on No. 11579, Pusey & Jones vs. Di- 
rector General, as agent (see Traffic World, Jan. 22, p. 184), in 
which John C. Brooks, representing the Director-General, was 
requested to explain in writing how it came that the Railroad 
Administration had quoted, in the brief in that case, from the 
instructions given by the Commission as to phases that should 
be developed in various cases in which there was a demand for 
reparation. 

John F. Finerty, assistant chief counsel for the Railroad 
Administration, in a letter to the Commission, said the brief was 
written by Adams Dodson, an attorney in the Pennsylvania office 
in Philadelphia, and not by any of the men in his office who had 
formerly been employes of the Commission. He said that Mr. 
Dodson had said he did not know where he had obtained the 
instructions, nor that they were supposed to be confidential. 
He might have gathered them up from the counsel table at the 
hearing but did not really know. He said he had quoted them 
because they seemed pertinent. 


ACQUISITION OF D. & R. G. 


The Denver & Rio Grande Western Railroad Company, John 
F. Bowie, John B. Marsh and Ralph M. Arkush, and the Western 
Pacific Railroad Corporation have filed an application with the 
Commission for approval of the acquisition of the property of 
the Denver & Rio Grande Railroad Company and for authority 
on the part of the Denver & Rio Grande Western to issue 300, 
000 shares without nominal or par value of its common capital 
stock. The property of the D. & R. G. was bid in by the ap- 
plicants at a receiver’s sale. The stock issue proposed, it is 
stated, will replace the judgment indebtedness of the D. & R. G., 
the amount due thereon being in excess of $31,700,000, and 
$87,775,670 par value of stock of the D. & R. G., of which $49- 
775,670 is preferred stock. The application reviews in detail 
the steps leading up to the reorganization of the D, & R. G. 


W. & L. E. BONDS 


The Wheeling & Lake Erie has been authorized to issue 
$1,351,000 worth of its refunding 5 per cent bonds, series B, 
maturing September 1, 1966, and to pledge $100,000 worth of 
them to the Guardian Savings and Trust Company of Cleveland 
as additional security for an existing obligation. The remainder 
of the issue of refunding bonds is to be pledged with the Rail- 
road Administration as security for a note given by the railroad 
company, during the period of federal control, to cover expendi- 
tures made by the government which were charged to the rail- 
road. The expenditures by the Railroad Administration were 
for additions and betterments. 

Authority has been granted by the Commission to the Wheel- 
ing & Lake Erie to issue $884,000 of 6 per cent refunding mort- 
gage bonds, maturing September 1, 1966, for pledging with the 
Secretary of the Treasury as partial security for a government 
loan of $1,460,000, which has been authorized by the Commission. 





BERGEN CO. R. R. CO. BONDS 


The Commission has authorized the Bergen County Railroad 
Company to extend the maturity date of $200,000 of its first mort 
gage bonds from April 1, 1921, to April 1, 1931, and to increase 
the rate of interest from 5 to 7 per cent. The company state 
that it was unable to pay the bonds on April 1. It arranged with 
J. P. Morgan & Co. to obtain the assent of the bondholders af- 
fected to the extension of the maturity date and the holders of 
approximately $150,000 of the bonds gave their assent. The 
remainder of the bonds will be acquired by the banking compaly 
and sold at par, as extended. For the service performed by J 
Morgan & Co., a fee equal to one and one-half per cent of the 
total amount of the bonds will be paid. 
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EXPRESS FREIGHT 


and De Luxe Passenger Service 
S. S. BUCKEYE STATE 


Sailing From Baltimore, Md. May 7th, 1921 


S. S. HAWKEYE STATE 


Sailing From Baltimore, Md. June Ist, 1921 
DIRECT SERVICE TO 
Port of Los Angeles, San Francisco and Hawaiian Islands 
Rates and Space on Application 


MATSON NAVIGATION COMPANY 


Managing Agents: United States Shipping Board 
Baltimore, Md., San Francisco, Honolulu, 


26 South Gay St. 120 Market St. Castle & Cooke, Ltd. 


NOSA LINE 


Monthly Sailings to Principal Ports 


West Coast South America—Direct Service 


Monthly Freight and Passenger Service 
LEEWARD AND WINDWARD ISLANDS—VENEZUELA— 
COLOMBIA—CURACAO 
Three Week Sailings 
CUBAN SOUTH-SIDE—HAITI—DOMINICAN REPUBLIC 
A-100 STEEL STEAMERS 


Particulars Furnished Promptly on Request 


New Orleans & South American S.S.Co., Inc. 


604-12 Queen & Crescent Bldg., New Orleans, La. 


New York Office, 10 Hanover Square Chicago Offices, 646 Marquette Building 
Cable Address, “ORLEANSHIP” 


CUNARD 


OS Rem wen -. 
ANCHOR-DONALDSON ‘ 


Regular Services 
Between 
_ NEW YORK BOSTON 
BALTIMORE PHILADELPHIA 
MONTREAL PORTLAND, ME. 


QUEENSTOWN LIVERPOOL 
PLYMOUTH . SOUTHAMPTON 
LONDON BRISTOL 
LONDONDERRY GLASGOW 
CHERBOURG HAVRE 


ANTWERP ROTTERDAM 
HAMBURG DANZIG 
MEDITERRANEAN LEVANT 


General Offices: 21-24 State St., N. Y. City 


Chicago Office: 
Cunard Bidg., 140 N. Dearborn Street 


I] Atlanta, 55 N. Feraythe Philadelphia, 1900 Wel- 
Pittsburgh, 712 Smithfield 


more St. 
i} Boston, 126 State St. St. Louls, 1135 Ollve St 
| Cleveland, Hotel Cleve- San Franelisco, 501 Mar- 
| land Bidg. ket St. 
| Detroit, 35 Washingten Seattle, 621 Seeond Ave. 
Bivd. Vancouver, 622 Hastinge 
am|| Minneapolis, Third St. St. W. 
d Second Washin , D. C., &I7 
14th . W. 
Winnipeg, 270 Main St. 
Or Leeal Agents 


North China Line 


(Columbia Pacific Shipping Company) 
PORTLAND, OREGON 


Regular direct service between Pacific Coast 
and Tsingtao, Tientsin (Taku Bar), 
Chinwangtao and Dairen 
Vessels also call at Yokohama, Kobe and Shanghai 


Sailings Every Twenty-one Days From 


PORTLAND, OREGON 
(ALL AMERICAN flag A-1 Steel Steamers) 
SS “WEST KEATS” April 25 
SS “WEST NIVARIA” May 16 
SS “BEARPORT” June 6 
Transhipment at Shanghai to American River steamers for 


Hankow, Pukow, Nanking and other open Yangtsekiang 
River ports. 


FOR RATES AND OTHER INFORMATION APPLY 
Sudden & Christenson 


General Eastern Agents 


44 Whitehall St., New York City 
or 


Columbia Pacific Shipping Company 


General Offices 
Board of Trade Building, Portland, Oregon 


Pacific — Caribbean — 


Gulf Line 


(Swayne and Hoyt, Inc., Owners) 


Steel Steamers 


DIRECT SERVICE 


BETWEEN 
New Orleans, San Francisco, 
Los Angeles Harbor, Portland, 


Tacoma and Seattle 
Via Panama Canal 


New Orleans—Puerto Colombia and Cartagena, Col., S. A. 
ALSO 


Canal Zone and Panama, West Coast Ports of Central 
America and Mexico, and Transhipment Service via Cris- 
tobal, C. Z., to West Coast Ports of South America as 
Cargo Offers. 


S.S. ALVARADO, Sailing from New Orleans last half of April 
S.S. ELDORADO, Sailing from New Orleans middle of May 
S.S. IRIS, Sailing from New Orleans middle of June 


Rates quoted, bookings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 


630 Common St., New Orleans, La. 
OFFICES ALSO AT 
2102 Strand 50 Broad Street 430 Sansome Street 
Galveston, Texas Texas City New York City San Francisco, Calif. 
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C. M. & ST. P. PURCHASE OF C. T. H. & S. E. 


The Trafic World’ Washington Bureau 


The Chicago, Terre Haute and Southeastern Railway Com- 
pany and the Chicago, Milwaukee and St. Paul Railway Company 
have filed an application with the Commission for approval of the 
acquisition of the property of the former company by the C. M. & 
St. P., under a lease providing among other things for the pur- 
chase by the St. Paul of the outstanding shares of the capital 
stock of the Southeastern at $10 cash per share. A certificate of 
public convenience and necessity authorizing the St. Paul to 
operate the property is asked. The Southeastern also asks au- 
thority to issue and deliver to the St. Paul $2,090,000 of its first 
and refunding mortgage gold bonds. The St. Paul asks also that it 
be authorized to assume the payment of the principal and in- 
terest of approximately $18,000,000 of bonded and other indebted- 
ness of the Southeastern. 

The main line of the Southeastern extends from Chicago 
Heights, Ill., to Westport, Ind., a total distance of approximately 
298 miles. The total single track mileage operated is 374.18 
miles. 

The issue of $2,090,000 of bonds by the Southeastern is asked 
to enable that company to reimburse the St. Paul for the pay- 
ment of bonded indebtedness. 

The applicants aver in the petition that the Southeastern’s 
property can be operated more advantageously and economically 
to the public interest when united with a system of a large car- 
rier such as the St. Paul. The principal traffic of the Southwest- 
ern consists of bituminous coal produced by mines served by its 
rails and the applicants state that the St. Paul originates sub- 
stantially no coal traffic but has located upon its rails many 
cities and towns which are large consumers of soft coal, and 
that the traffic therein can and will be developed by the St. Paul. 
It is also pointed out that the St. Paul will obtain a convenient 
and advantageous supply of fuel for its own use, and effect sav- 
ings thereby. 


RENSSALAER AND SARATOGA BONDS 


The Delaware & Hudson Company has applied to the Com- 
mission for authority to assume the obligation to guarantee and 
to pay the interest on $2,000,000 of first mortgage 6 per cent 20- 
year gold bonds proposed to be issued by the Renssalaer and 
Saratoga Railroad Company. The latter company also filed an 
application asking the Commission to authorize the issuance of 
the bonds. The properties of the R. & S. are leased to and 
operated by the D. & H. The proceeds from the sale of the pro- 
posed issue of $2,000,000 of bonds are to be applied on the pay- 
ment of a like amount of first mortgage bonds maturing May 1, 
1921. The bonds will be delivered to the Delaware & Hudson 
and disposed of by it through a sale to Kuhn, Loeb & Co., at 100 
per cent and accrued interest, under the proposed plans of the 
applicants. 





N. & W. BONDS 

The Norfolk & Western Railway Company in an application 
filed with the Commission seeks authority to issue and sell $269,- 
000 of its convertible 10-20 year 4 per cent gold bonds; $1,213,000 
of its convertible 10-25 year 41% per cent gold bonds, and $522,- 
000 of its convertible 10-year 6 per cent gold bonds. The pur- 
pose of the issues is the reimbursement of the company’s treas- 
ury, in part, for capital expenditures already made aggregat- 
ing $2,019,686.47, for increase in weight of rail, improved ballast, 
sidings and spur tracks, shop machinery and tools, and electric 








Docket of the Commission | 


Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


April 11—Washington, D. C.—Before the Commission: 

Finance Docket 1374—Application of the Northern Pacific Ry. Co. 
and the Great Northern Ry. Co. for approval by the Commission 
of issues of securities to refund the joint 4 per cent bonds of 
applicants maturing July 1, 1921. 


April 11—New York, N. Y.—Examiner Howell: 
12184—A. W. Hillebrand Co. vs. Director General. 
12187—A. W. Hillebrand Co. vs. Director General. 
12188—A. W. Hillebrand Co. vs. Director General. 
April 11—Tulsa, Okla.—Examiner McGrath: , 
12218—Empire Refineries, Inc., vs. A. T. & S. F. and Director Gen- 
eral. 
12265—Empire Refineries, Inc., et al. vs. T. & P. Ry. et al. 
12240—Phoenix Refining Co. et al. vs. A. T. & S. F. et al. 
April 11—Chicago, Ill.—Examiner McQuillan: 
12157—Kansas Rock Salt Co. vs. A. T. & S. F. Ry. et al. 
12163—Kansas Rock Salt Co. vs. Director General. 
12164—Kansas Rock Salt Co. vs. Director General. 
April 11—Louisville, Ky.—Examiner Hosmer: 
12253—The Goodwin Preserving Co., Inc., vs. Louisville Bridge & 
Terminal Ry. et al. 
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power transmission, The applicant proposes to sell the bonds at 
not less than par and accrued interest, less a commission of not 
more than 3 per cent. 





NOTE ISSUES AUTHORIZED 


The Commission has authorized the Raritan River Railroad 
Company to issue not exceeding $100,000 of 6 per cent promis. 
sory notes from time to time as its needs may require. The 
Seaboard Air Line has been authorized to pledge $1,500,000 of 
its bonds as security for renewed notes aggregating $625,000, 





M, & ST. L. LOAN 


The Minneapolis & St. Louis has been authorized by the 
Commission to issue $1,382,000 of 5 per cent refunding and ex. 
tension mortgage gold bonds and to pledge the bonds with the 
Secretary of the Treasury as partial security for a loan of $1,382. 
000 from the government. 





LOAN TO VA. BLUE RIDGE 
The Commission has approved a loan of $106,000 to the Vir. 
ginia Blue Ridge Railway Company to aid the carrier in meeting 
its maturing indebtedness. 





LOAN TO F. & N. APPROVED 
The Commission has approved a loan of $7,250 to the Flem-. 
ingsburg & Northern Railroad Company to aid it in meeting 
maturing indebtedness. 





GREENE Co. R. R. BONDS 

The Greene County Railroad Company, of Georgia, has filed 
an application with the Commission asking for authority to issue 
$100,000 par value of first mortgage 6 per cent gold bonds. It 
proposes to pledge $75,000 of the bonds as security for a loan 
of $60,000 from the United States, and to deliver the remainder 
of the bonds to Forest Greene, of Atlanta, Ga., in payment of 
a loan, 





ABANDONMENT PETITION DISMISSED 
The Commission has dismissed the application of the Mar- 
shall & East Texas Railway Company for authority to abandon 
its line of railroad in Wood, Upshur and Harrison counties, 
Texas, on the ground that the abandonment was accomplished 
before the effective date of the Commission’s jurisdiction over 
such matters. 





CHANGES IN DOCKET 


Argument in 10387, Empire Steel & Iron Co. vs. Central R. R. 
of New Jersey et al., assigned for April 7 at Washington, was 
reassigned for April 8. 

Hearing in 12177, British United Shoe Machinery Co., Ltd, 
vs. P. R. R., assigned for April 7 at Washington, was postponed 
to a date to be hereafter fixed. 





B. & O. BONDS 


The Baltimore & Ohio has been authorized by the Commis- 
sion to issue $2,782,000 of 6 per cent refunding and general 
mortgage boids and to pledge and repledge them from time to 
time as collateral security for short term notes, when necessaly. 
Nine subsidiary companies of the B. & O., in connection with the 
issuance of the $2,782,000, were authorized to issue $1,394,500 of 
underlying bonds. 


April 11—Lincoln, Neb.—Examiner Wilson: 
12262—National Supply Co. vs. C. B. & Q. R. R. et al. 

April 11—St. Louis, Mo.—Examiner Wagner: 
12155—Walsh Fire Clay Products Co. vs. Director General. 
12167—Walsh Fire Clay Products Co. vs. C. & A. R. R. et al. 
12216—Walsh Fire Clay Products Co. vs. C. & A. R. R. et al. 
12151—Corn Products Refining Co. vs. Director General. 

April 11—Baton Rouge, La.—Examiner Archer: . 
bag tone Tammany Ice and Manufacturing Co., Ltd., vs. Director 

eneral. 


April 11—Lancaster, Pa.—Examiner Satterfield: 
12267—Lancaster Steel Products Corp. vs. B. & O. et al. 
April 12—Chicago, Ill.—Examiner Pitt: 
Fourth Section Application 11901, R. H. Countiss. 
April 12—La Crosse, Wis.—Examiner Clarke: R 
Finance Docket 1264—Application of the Green Bay & Western R. *- 
for a certificate of public convenience and necessity. 
April 12—Washington, D. C.—Examiner Carter: & 
12121—Ft. Smith, Subiaco & Rock Island R. R. Co. vs. Aberdeen 
Rockfish et al. 
April 12—New York, N. Y.—Examiner Howell: a | 
12154—New York and New Jersey Lubricant Co. vs. L. V. R. R. et 
April 12—Chicago, Ill.—Examiner McQuillan: 
12189—Indiana Reduction Co. vs. Director General. 
12182—Darling & Co. vs. Director General. 


April 9 
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PAGE & JONES 


Ship Brokers and 
Steamship Agents 





Mobile, Alabama, U. S. A. 


Regular Monthly Service 


A-1 Steamers 


MOBILE to ANTWERP 
HAVRE and BORDEAUX 
and U.S. PACIFIC COAST 


St. Louis Office: 
1217 Pierce Building 
IRVING H. HELLER, Manager 














Birmingham Office: 


324 Chamber of Commerce Bldg. 


GEORGE C. McLAUGHLIN, Manager 





SHIP THROUGH THE 


Port of Los Angeles 


The Port of Los Angeles is nearer to more of the great producing and con- 
suming centers of the United States than any other Pacific Coast port. It is 
served by transcontinental railroads that are open to traffic the year round. 


Steamship Service to All Parts of the World 
A Harbor Made to Order 


A safe harbor for any size vessel, accessible in any 
weather. 

No bar to cross; 48 feet depth at low tide at 
entrance to the harbor. 

Quiet anchorage within five minutes from the open 
sea. United States Government has expended more 
than $6,000,000 on Port improvements and is now 
expending more than $1,000,000 additional. 

City of Los Angeles has expended $5,500,000 for 
improvements and is now making further impor- 
tant improvements with a new appropriation of 
$4,500,000. 

Lowest port charges of any Pacific Coast port. 


More than 2% miles of municipal wharf frontage, 
including some of the finest port facilities in Amer- 
ica. Also nearly five miles of privately-owned 
wharves. 

Five municipal transient sheds, with 9,750,000 
cubic feet of storage space. 

A six-story concrete municipal warehouse with a 
capacity for more than 80,000 tons of storage. 

Municipal Terminal Railway connecting city 
wharves with three transcontinental railroads and 
with the Pacific Electric Railway. 

Municipal high density cotton compress. Only one 
on the Pacific Coast. 


Write for further information 





Board of Harbor Commissioners 


SUITE 33, CITY HALL, LOS ANGELES, U. S. A. 
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April 12—St. Louis, Mo.—Examiner Wagner: 
12215—East St. Louis Stone Co. vs. Alton & Southern et al. 
12226—Mid-Continent Equipment and Machinery Co. = M. & O. 
Portions of fourth section application 2138, M. & O. R. R. 
12205—Pioneer Cooperage Co. et al. vs. B. & O. et _ 


April 12—Tulsa, Okla.—Examiner McGrath: 

a ~~ Asphalt and Refining Co. vs. Director General and 
Mo. Pac. 

12181—Standard Asphalt and Refining Co. vs. Midland Valley et al. 
12199—Standard Asphalt and Refining Co. vs. Mo. Pac. et al. 
12251—Standard Asphalt and Refining Co. vs. Mo. Pac. et al. 

April 12—Omaha, Neb.—Examiner Wilson: 
11658—Ezra W. Cooke vs. C. B. & Q. 

April 13—Chicago, Ill. —Examiner McQuillan: 
12277—William L. Carney vs. Director General. 
12222—Wm. L. Carney vs. Director General and C. T. H. & S. E. 
12247—Wilson & Co., Inc., of Tenn., vs. A. T. & S. F. et al. 


April 13—Columbia, S. C.—Railroad Commission of South Carolina: 
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New York. (Reopened for further hearing as to Fonda, Johnstoy, 
and Gloversville rates, fares and charges.) 
April 16—Oklahoma City, Okla.—Examiner McGrath: 
12244—The Corporation Commission of Oklahoma vs. Abilene 4 
Southern et al. 
April 16—Argument at Washington D. C.: 
— Sand and Gravel Producers et al. vs. A. T. & SR 


t al. 

pe * _, Assn. of York, Pa., vs. Pa. R. R. et ai. 
April 18—Chicago, Ill.—Examiner McQuillan: 
* 12283—Wilson & Co., Inc., vs. C. & A. et al. 

12174—Swift & Co. vs. Southern Pacific et al. 

12207—Swift & Co. vs. C. R. I. & P. et al. 

12175—Morris & Co. vs. A. T. & S. F. et al. 
April 18—Boston, Mass.—Examiner Satterfield: 

12148—Andrew Dutton Co. et al. vs. A. T. & S. F. et al. 

12221—-Stetson, Cutler & Co. vs. Bangor & Aroostook et al. 


April 


Finance Docket 1066—Application of the Orangeburg Ry. for certifi- April 18—Houston, Tex.—Examiner Archer: ath 
cate of public convenience and necessity. 12212—Humble Oil and Refining Co. vs. Director General. | =e 
April 13—New York, N. Y.—Examiner Howell: April 18—Philadelphia, Pa.—Examiner Barclay: a 
12270—Cheseborough Mfg. Co., Consolidated, vs. P. R. R. et al. 12066—Construction and repair of railway equipment (with reference - 
12238—Standard Shipbuilding Corp. vs. Central of New Jersey. to locomotive equipment of the Pennsylvania R. R. and affiliated E-. 
April 13—St. Louis, Mo.—Examiner Wagner: lines.) Pe 
12241—Standard Pencil Co. vs. Director General. April 18—Birmingham, Ala.—Examiner Hosmer: Lng 
12255—Southern Acid and Sulphur Co. vs. Arizona & New Mexico 12120—Corona Coal Co. vs. Miss.-Warrior Service et al. 
et al. 12250—Wm. Danzer & Co., Inc., vs. G. & S. I. R. R. et al. aon 
April 13—Binghamton, N. Y.—Examiner Satterfield: April 18—Oklahoma City, Okla.—Examiner McGrath: a. 
12243—Endicott-Johnson Corporation vs. Erie. 11468—Bartlesville Zinc Co. vs. Director General. Lace 
April 13—Paducah, Ky.—Examiner Hosmer: April 18—Detroit, Mich.—Examiner Steer: 
12190—A. B. Smith et al. vs. Ill. Cent. et al. 12186—General Motors Corporation vs. Director wy, 8 
April 13—Boise, Ida.—Examiner Pattison: 12235—Michigan Manufacturers’ Assn. et al. vs. C. & O. Ry. et al, —— 
12166—Boise Gas Light and Coke Co. vs. D. & R. G. et al. April 18—Argument at: Washington, D. C.: Ron 
April 13—Argument at Washington, D. C.: 11743—Penn Seaboard Steel Corporation vs. Director General. oe 
11792—Swift & Co. vs. C. B. Q. et al. 11749—Minute Tapioca Co. vs. Boston & Maine et al. in 
11459—A. M. Todd Co. vs. Ann Arbor et al. 11614—Fels & Co. vs. B. & O. et al. ‘: 


. oe = 1296—Interchangeable acceptance of 60-trip commutation 
ickets. 
April 14—Argument at Washington, D. C.: 
* 1. and S. 1250—Diversion and reconsignment rules, regulations and 
charges. 
April 14—Marinette, Wis.—Examiner Clarke: 
Finance Docket 1269—Application of the Wisconsin Northwestern 
Ry. for a certificate of public convenience and necessity. 
April 14—Chicago, Ill._—Examiner McQuillan: 
12259—Sargeant Coal Co. et al. vs. Evansville, Suburban & New- 
burgh Ry. et al. 
12260—The Loewenthal Co. et al. vs. C. & N. W. et al. 
April 14—Port Arthur, Tex.—Examiner Archer: 
1. and S. 1304—Interchange switching of lumber and timber at Port 
Arthur, Tex. 


April 14—St. Louis, Mo.—Examiner Wagner: 
12006—Keokuk & Hamilton Bridge Co. vs. Wabash et al. 


April 14—Ft. Wayne, Ind.—Examiner Steer: 
12248—Ft. Wayne Corrugated Paper Co. vs, Director General. 


April 19—Washington, D. C.—Director Colston: 

* Finance Docket 1237—Application of the N. Y. C. R. R. et al. fo 
authority to acquire the properties of the Cleveland Union Ter- 
minals Co. and certain trackage rights in connection therewith i 
the city of Cleveland. 

April 19—Chicago, Ill.—Examiner McQuillan: 

12149—Armour & Co. vs. Erie. 

12160—Armour & Co. vs. L. V. R. R. and Director General. 

12193—Armour & Co. vs. M. K. & T. Ry. et al. 

12223—Armour & Co. vs. Northern Pacific et al. 

April 19—St. Louis, Mo.—Examiner Wagner: 

11862—Missouri rates and charges. 

April 19—Galveston, Tex.—Examiner Archer: 

l. and S. 1175—Coffee from Galveston, Tex., and other gulf ports. 

April 19—Argument at Washington, D. C.: 

1. and S. 1263—Substitution of 35 per cent for 3344 per cent increase 
in class and commodity rates between eastern and _ southern 
groups and the southwest. 

April 20—Philadelphia, Pa.—Examiner Howell: 

* 12150—Cambria Steel Co. et al. vs. Pa. R. R. et al. 


12085—North Dakota rates, fares and charges. 


were: 
April 14—Cairo, Ill.—Examiner Hosmer: April 20—Boston, Mass.—Examiner Satterfield: — 
12239—Cairo Assn. of Commerce vs. A. T. & S. F. et al. 12194—Boston Wool Trade Assn. vs. Boston & Albany et al. Va 
April 15—Oklahoma City, Okla.—Examiner McGrath: April 20—Galveston, Tex.—Examiner Archer: ‘2 
12256—Coate Oil Corporation et al. vs. A. B. & A. Ry. et al. 12229—H. Kempner vs. G. H. & S. A. et al. “ 
Portions of fourth section application No. 700, F. A. Leland. 12261—Texas Star Flour Mills vs. Director General. + 
12165—I. L. Gilmore et al. vs. M. K. & T. et al. April 20—Portland, Ore.—Examiner Pattison: es 
April 15—Chicago, Ill.—Examiner McQuillan: ~- 12213—Sullivan Lumber Co. vs. Director General. ; 
12264—American Manganese Steel Co., Inc., vs. B. & O. et al. 12269—Portland Traffic and Transportation Assn. vs. O.-W. R. &N. “te 
12271—Morton Gregson Co. et al. vs. A. T. & S. F. et al. April 20-Argument at Washington c.: a 
April 15—Argument at Washington, D. C.: r , D. nate 
11531—Appalachian Marble Co. vs. Director General et al. 1. and S. 1297—Fares of the Washington-Virginia Ry. Co. — 
11634—Fairchild Lumber and Coal Co. vs. Birmingham Southern April _ 21—Montgomery, Ala.—Examiner Hosmer: 
et al. 12156—Belser Grocery Co. et al. vs. L. & N. et al. MEY 
11634 (Sub. No. 1)—James Meager vs. Birmingham Southern et al 12214—Surcharge for transportation of passengers in sleeping cars pe 
11682—Chamber of Commerce of Selma, Ala., et al. vs. L. & N. et al. between points in Alabama. pant 
11638—Little Cahaba Coal Co. vs. Birmingham Southern et al. April 21—Chicago, Ill.—Examiner McQuillan: pone 
11554—Foster Lumber Co. vs. Director General. 12237—The Farmers Square Deal Grain Co. et al. vs. Fox & Illinois 32s 
April 15—Sioux Falls, S. D.—Examiner Wilson: Union Ry. et al. eid 
12026—Board of Railroad Commissioners of South Dakota vs. Ahna- April 21—Aberdeen, S. D.—Examiner beng Een 
pee & Western et al. 12178—City of Aberdeen vs. C. & N. W. et al. aes 
April 16—Memphis, Tenn.—Examiner Gaddess: April 21—Argument at Washington, D. C.: ae 
* 1. and S. 1253—Glass and glassware from Oklahoma and Texas. 11971—In the matter of rates, fares and charges applicable between gent 
April 16—Beaumont, Tex.—Examiner Archer: points in the state of Arizona. phen 
12100—Beaumont Chamber of Commerce vs. Beaumont Wharf and April 22—Joplin, Mo.—Examiner Wagner: ay 
Terminal Co, et al. 12300—Kansas, Oklahoma & Gulf Ry. Co. vs. St. L.-S. F. Ry. seks 
12100 (Sub. No. 1)—Beaumont Chamber of Commerce et al. vs. April 22—Cleveland, O.—Examiner Steer: — 
Beaumont, Sour Lake & Western et al. P A Ps F " ft 
Auth %=dh, Lenin, She.-Tenninns Weaner: 12170—National Refining Co. vs. M. K. & T. Ry. et al. HZ 
ot. , a‘, . . . sf 
12196—The Green Rock Coal Co. vs. Big Sandy & Kentucky River Pri! 22—Argument at Washington: di... 


Ry. et al. 
April 16—Grand Rapids, Mich.—Examiner Steer: 
es American Fibre Package Co. Div. et al. vs. C. & N. W. 
y. et al. 
April 16—Providence, R. I.—Examiner Satterfield: 
ns ~~ tees Fruit and Produce Exchange et al. vs. S. A. L. 
y. et al. : 
April 16—Seattle, Wash.—Examiner Pattison: 
12211—Haskins Bros. & Co. vs. C. B. & Q. et al. 
12158—Frye & Co. vs. Great Northern et al. 
April 16—Albany, N. Y.—Examiner Howell: 
11623—In the matter of rates, fares and charges of the New York 
Central R. R. Co. and other railroad companies in the state of 


INTERSTATE COMMERCE 


APril 22—Chicago, Ill.—Examiner McQuillan: 
12245—Wisconsin Dairy Products Co. vs. A. C. & Y. Ry. et al. 
12206—Wisconsin Dairy Products Co. vs. C. M. & St. P. et al. 


April 23—Argument at Washington, D. C.: 
* 11916—Rates, fares and charges as to steam lines in Kansas. 
April 23—Minneapolis, Minn.—Examiner Wilson: 
12231—Reeves Coal and Dock Co. vs. Director General. 
12273—F. L. Starbeck vs. C. B. & Q. et al. 
April 25—Argument at Washington, D. “ 
11187—Henry W. Peabody & Co. vs. C. M. & St. P. Ry. et al. 
11268—Ringwood Company vs. Erie R. R. et al. 
11359—Wharton Steel Co. vs. = R. R. et al. 
11360—Mount Hope Mineral R. R. Co. vs. C. R. R. of N. J. et al. 


COMMISSION HEARINGS 





- & S. Docket 1303, Memphis, beginning April 5th, suspension of 900 tariffs, involving rates 
& the Mississippt Valley and Southeast. Orders for transcript should be placed in advance. 
Company, official reporters to the Commission, Woolworth 
Building, New York City. 
The charge, as fixed by the Commission, is 12% cents per 
page for each copy furnished. 


Official transcripts of the testimony taken in proceedings 
of the Commission (see Docket of the Commission in each 
issue of The Traffic World) throughout the country except 
Washington can be had only from The State Law Reporting 
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The Pennsylvania Tank Line leases “Pennsylvania” Tank Cars 
to Producers, Refiners and Marketers of petroleum and other liquid 
products. Tank Line records show that approximately 70% of our 
cars are used to transport petroleum products, the remaining 30% 
being used in hauling a wide list of other liquid products—such as 
acids, ammonia, alcohol, calcium chloride, caustic soda, fish oils, 
glycerine, glucose, lard, molasses, mineral waters, paints, rosin, 
syrups, tallow, toluol, turpentine, vinegar, wine, etc. 


We now have available for immediate lease a limited number of 


8,000 AND 10,000 GALLON CARS 


These cars will be leased at attractive figures to the first applicants. 
Write us for rentals and further particulars. 


PENNSYLVANIA TANK LINE 
SHARON, PA. 


St. Louis Houston San Francisco 
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No. 12562. 








Digest of New Complaints 


Carstens Packing Co., Tacoma, Wash., vs. C. M. & St. P., 
Payne et al. 

Iexcessive, 
tween points in Montana, Idaho, 
Washington and Spokane and Tacoma, Wash. 


unjust and discriminatory rates on live stock be- 
Utah, California, Oregon and 
Asks reparation. 


Wo. 12563. Healy & Co., Wichita, Kan., vs. M. K. & T. and Payne. 


No. 12564. 


No. 12565. 


No. 12566. 


No. 12566, Sub. No. 1. 


No. 12567. 


No. 12568. 


No. 12569. 


Unjust, unreasonable, unduly preferential or prejudicial rates on 
stock cattle from Kansas City, Mo., to Oklahoma City, Okla. Asks 
cease and desist order, just and reasonable rates and minimum 
weights and reparation. 

International Coal Products Corporation, Clinchfield, Va., 
vs. Pennsylvania, Payne et al. 

Unjust, unreasonable, unduly discriminatory 
rates on fire brick from Mt. Union, Pa., to Clinchfield, Va. Asks 
cease and desist order, just and reasonable rates and reparation. 
Macgowan Coffee Co., Jackson, Miss., vs. New Orleans & 
Northeastern, Payne et al. 

Unjust and unreasonable rates on green coffee from New 
Orleans, La., to Jackson, Miss. Asks cease and desist order, just 
and reasonable rates and reparation. ‘ 

Magnolia Petroleum Co., Galveston, Tex., vs. Oklahoma, 
New Mexico & Pacific, Payne et al. 

Unjust and unreasonable rates on petroleum and petroleum 
products from points in Texas to points in Oklahoma. Asks cease 
and desist order, just, reasonable and non-discriminatory rates 
and reparation. 

Same vs. Same. 

Same complaint and prayer as to shipments of petroleum and 
petroleum products from points in Texas to points in Oklahoma. 
Magnolia Petroleum Co. vs. New Orleans & Northeastern, 
Payne et al. 

Unjust and unreasonable rates on gravel 
Miss., to Beaumont, Tex. Asks reparation. 
Chevrolet Motor Co. of California vs. C. M. & St. P., 
Payne et al. 

Unjust and unreasonable rates on speed indicators from Chi- 
cago, Ill., to Oakland, Calif. Asks reparation and classification of 
speed indicators so as to give just and reasonable rates. 

Chevrolet Motor Co. of Michigan vs. A. T.. & S. F., Payne 


from Hattiesburg, 


et al. 

Unjust and unreasonable rates on empty wooden crates from 
Oakland, Calif., to Flint, Mich., from St. Louis to Flint; from Ft. 
Worth to Thebes, Ill., and from Thebes, IIl., to Flint. Asks 
reparation and rates on empty wooden crates, k. d., that Com- 
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12571. Joseph Russell, doing business under name of Auto Gas ang 
Oil Co., Butte, Mont., vs. Oregon Short Line, Payne et al. 

Unjust, unreasonable, unjustly discriminatory, unduly preferep. 
tial and prejudicial rates on oi] and gasoline from producing points 
in California to Butte, Mont., in that they exceeded 8314c per 
ewt. Asks cease and desist order, just, reasonable and non-dis. 
criminatory rates and reparation. 


. 12572. Standard Chemical Mfg. Co., Omaha, Neb., vs. Chicago ¢ 


Northwestern, Payne. 

Excessive, unjust and unreasonable rates on ground worm seeq 
from Chicago and South Elgin, Ill., to Omaha, Neb. Asks just and 
reasonable rates and reparation. : 

12573. Sprague Tire and Rubber Co., Omaha, Neb., vs. Union 
Pacific, Payne et al. 

Excessive, unjust and unreasonable rates on crude rubber from 
Tacoma and Seattle, Wash., to Omaha, Neb. Asks just and rea- 
sonable rates and reparation. 


No. 12574. Spinnler & Co., Austin, Tex., vs. G. H. & S. A., Payne 
et al. 
and prejudicial Unjust, unreasonable, unjustly discriminatory, unduly prefer- 


ential rates, also in violation of the long-and-short haul clause 
of the fourth section, on cotton from Victoria and Sinton, Tex. 
to Galveston, Tex., for storage and concentration privileges and 
then reshipped to Fall River, Mass., in that the full combination 
of local rates was applied to and from Galveston, Tex. Asks 
reparation. 

Selz-Schwab & Co., Chicago, vs. Chicago & Northwestern 
and Payne. 

Unjust and unreasonable rates on boots and shoes, L. C, L., 
from points in Wisconsin to Chicago. Asks reparation. 

12576. Italian Government Commission, New York City, vs. B. & 
O., Payne et al. 

Unjust and unreasonable storage charges on shipments of steel 
sheets and iron wire rods at New York and Baltimore. Asks 
reparation. 

12576, Sub. No. 1. Same vs. Same. 

Unjust and unreasonable storage charges on various commodi- 

ties at Baltimore. Asks reparation. 


. 12577. Continental Motors Corporation, Muskegon, Mich., vs. ¢. 


B. & Q., Payne et al. . 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential and prejudicial rates on sand from shipping points in the 
Ottawa (lill.) district to Muskegon, Mich. Asks cease and desist 
order, just and reasonable rates and reparation. 

12578. Iola Cement Mills Traffic Assn. et al., Kansas City, Mo., ys. 
A. T. & S. F., Payne et al. 

Unjust, unreasonable, unjustly discriminatory, unduly preju- 
dicial rates, as well as violative of the long-and-short-haul pro- 
vision of section 4, on cement from complainants’ mills in Kansas 
and Oklahoma to destinations in Kansas, Nebraska, South Dakota, 
Wyoming and Colorado. Asks cease and desist order, just and 





mission deems just and reasonable. 
No. 12570. Southern Pine Assn. et al., 
Great Southern, Payne et al. 
Unjust, unreasonable, 


rates by railroad administration. 


for export which were effective on June 24, 1918, plus 25 per cent, 
with a maximum of 5c per 100 Ibs. and reparation. 


DIRECTORY OF ATTORNEY 





CHAS. E. WALLINGTON 


Attorney at Law and Counsellor In 
Interstate and Foreign Commerce 


Specialist & Counsellor 
Rate Analysis—Claims 
Transportation 
Trackage Arrangements—Demurrage 
General Matters Relating to State, 
Interstate and Foreign Commerce 


971 SPITZER BLDG. 
TOLEDO, OHIO 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission. 


Seuthern Buitine Washington, D. C 
Telephone Main 2702 


GEO. T. BELL 


COMMERCE COUNSEL 

1919-1921, Executive Vice-President, North- 
ern West Virginia Coal Operators’ Associa- 
tion; 1914-1919, Attorney-Examiner, Inter- 
State Commerce Commission; 1909-1919 
Commerce Counsel for various commercial 
b izations and shippers of Missouri River 
r) ties 


MUNSEY BUILDING, WASHINGTON, D. c. 








Harvey B. M. Wilds Leo Wing 


WILDS AND WING 
ATTORNEYS AND COUNSELORS 


Seven years’ experience in all branches 
of transportation 


Penobscot Bidg. DETROIT, MICH. 
Phone Cherry 638 


New Orleans, vs. 


unjustly discriminatory, 
ential and prejudicial rates on lumber for export from mills in 
southern and southeastern territories east of Mississippi River 
to south Atlantic and gulf ports because of cancellation of export 
Asks rates on lumber from and 
to points involved that shall be no higher than the rates on lumber 


reasonable rates and reparation. 


Alabama No. 12579. The Mathieson Alkali Works, Inc., et al., Saltville, Va., vs. 


Carolina, Clinchfield & Ohio et al. 


unduly prefer- 


CHARLES H. LAMPEN 
Commerce Counselor 


All phases of Traffic 
and Transportation 


Hickox Bldg., CLEVELAND, O. 





CHAS. E. COTTERILL 


COMMERCE COUNSEL 
Suite 1120 Hurt Building 
ATLANTA, GA. 





ARTHUR B. HAYES 


ATTORNEY AT LAW 


Colorado Bullding, Washington, D. C. 
Former Member of the Department of Justice as 
Sollcltor of Internal Revenue 


Interstate Commerce Litigation a 
Specialty 





CLYDE N. THOMPSON 


INDUSTRIAL TRAFFIC MANAGER 


All Traffic and Transportation matters. 
Traffic Service Rendered on monthly 
basis. Correspondence solicited. 


McGLONE, Monroe County, West Virginia 


and other points in Group 5, 


Mathieson Alkali Works, Va. 
reasonable and non-discriminatory rates and reparation. 


Unreasonable and unduly prejudicial rates on coal from Clinch- 
field and Trammel, Va., and points grouped therewith, and from 
Calhoun, Falls Branch and Heysi, Va., and Elkhorn City, Ky., and 
points grouped therewith, and from Raven, Va., and Stone, Ky., 
and from Chatteroy and Nolan, W. 
Va., and other points in Group 6, to Marion, Saltville and the 
Asks cease and desist order, just, 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


KARL KNOX GARTNER 


(For a number of years Attorney and Examiner, 


Interstate 
Commerce Commission, and prior thereto engaged in ths 


practice of law at Louisville, Ky.) 


Special attention to matters before the Interstate 
Commerce Commission, Income Tax Unit, Federal 
Trade Commission, United States Shipping Board, 
Federal Courts. 


701-706 WOODWARD BLDG., WASHINGTON 





Wilbur LaRoe, Jr. 


Commerce Counsel 


Southern Bullding Washington, D.C. 





EDWARD A. HAID 


ATTORNEY AT LAW 


1411-16 Liberty Central Trust Building, 
St. Louis, Mo. 


Special attention to matters before Inter- 
state Commerce and State Commissions an 
railroad and rate litigation and claims. 
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THE TRAFFIC SERVICE CORPORATION 


P WASHINGTON 
COLORADO BUILDING 
Telephone, Main 3840 


CHICAGO 





418-430 S. MARKET STREET 
Telephone, Harrison 8808 









Mip. West Box Company 


Look for Use 
the 
Trade Mark 


Corrugated 
Fibre-Board 


Products 


Solid Fibre 


Containers 


MID-WEST Products are engineered 
to QUALITY. 


We maintain a systematized inspection 
service covering machines, raw mate- 
rials and finished product to insure 
quality, and a corps of experienced 
package designers to help our custom- 
ers solve their packing problems. 


MID-WEST TRIPLE TAPE COR. 
NERS prevent peeling and splitting. 


Our DOUBLE WALL Corrugated 
Boxes are the best for EXPORT and 
long distance shipping. 


GENERAL OFFICES: 
1337 Conway Building Chicago, Ill. 


FACTORIES: 


Fairmont, W. Va. 
Cleveland, Ohio Kokomo, Ind. 


Anderson, Ind. 
Chicago, III. 


We operate our own boxboard and strawboard mills 
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How Cadillac Motor Car Company : 
Controls Shipping Records ‘. 


jie Cadillae Bill of Lading is an exam- Riaacnseeweinionsinihaaa an 
ple of Standard economy. Four copies 


| | 
i 


nein Per 





are written at one time—one for the customer, Standard Registers have 
one for the railroad, one for the shipping clerk opened a new field for 
and one for the main office. A complete, accurate economy in business. 


record for every department at one operation— 
saving time—eliminating all possibility of error. 


The Studebaker Receiving Report is another example of 
Standard economy. The original goes to the purchasing 
agent, the duplicate is retained by the receiving depart- 
ment, the triplicate is forwarded to the stores accounting 
department, and a fourth copy is used for checking and 
filing. 

In every business—big or little—factory or salesroom— 
there are opportunities to save hundreds of dollars and 
eliminate errors through the use of Standard Manifolding 
Systems. Definite, worth-while economies have been 
effected by thousands of the most prominent firms in 
America. Wherever padded forms are used or wherever 
one or more carbon copies are necessary, a Standard Sys- 
tem will make it possible to do the work in less time, with 
less expense and with greater accuracy. 


Sheets Can Not Slip 


The one thing that has made these economies possible is the Standard 
Manifolding Register. This machine has exclusive features that have 
revolutionized the use of manifolding devices. No matter how many 
carbon copies of forms you may need—whether they are printed on the 
same or different colors of paper—regardless of how complicated the 
forms may be, all will be exact copies, perfect in alignment. You 
may use two copies or six. In either case the machine operates with- 
out binding. The carbon paper will not crumple or tear, and no time 
will be wasted in repairs or adjustments. 


Our Service Is Free 


If you are interested in better methods—methods that will save expense, 
reduce overhead, give you better control of different departments and 
eliminate errors—our Service Department will be glad to provide you 
with samples of forms and suggestions that will aid in accomplishing 
the results you desire. Just check the coupon for samples of forms. 


The Standard Register Co. CHECK—PIN TO LETTERHEAD 
6l Albany Se... Dayton, Ohio The Standard Register Co., 61 Albany St., Dayton, Ohio. 
Without obligation on my part, send me booklet describing the Standard 
Manufacturers of Roll Printing and Manifolding Register and samples of forms showing the most modern 


methods used in handling the items checked below: 
(] Bills of Lading (_j Purchase Requisitions [] Cash Sales 


[-] Express Receipts [_] Delivery Records (_] Charge Sales 
[_] Invoices [ ] Stock Records (] Piece Work Records 
[_] Shop Orders [_] Receiving Records (_] Departmental Orders 


Manifolding Systems 
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MARK MANU “ACT JRING COM ny 


PANES /ILLE, Ohi. 


The Faithful Servant 


of a Thousand Industries 


This seventy-ton, all-steel, drop bot- 
tom gondola, with extra heavy con- 
struction throughout, made for a large 
steel concern, is an example of the Gen- 
eral American standard coal car. 


The General American Car Company 
designs and builds all kinds of cars, 
whether intended for ordinary pur- 
poses, such as hauling coal, freight, 
grain or stock, or for some uncommon 
purpose connected with a particular 
business. 

Purchasing agents and executives of 
railroads and manufacturing companies 
are invited to consult the Company’s 
engineers on any question of car build- 
ing, without incurring any obligation. 


GENERALAMERIGAN GARGOMPANY 


Subsidiary of The General American Tank Car 
Corporation 


General Offices: Harris Trust Bldg., Chicago, U.S.A. 


Sales Offices: 17 Battery Place, New York; 
24 California St., San Francisco 


Cable Address: “Gentankar, Chicago” 
All Codes 


GENERAL AMERI 
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Express Freight Service 
U. S. Mail Steamers 


Twin Screw American Steamers 





New York Hamburg 
New York Rotterdam Amsterdam 
Philadelphia Rotterdam Amsterdam 
New York 


Philadelphia | Port of Los Angeles San Francisco 


, 


Through Bills of Lading issued to and from Hawaiian Islands and North Pacific Ports 


GENERAL OFFICES: 44 Whitehall Street, New York 





CHICAGO, Marquette Building MINNEAPOLIS, Metropolitan Life Building 
T. J. McGEOY Cc. H. DRINKWATER 
General Western Freight Agent Northwestern Freight Agent 
Philadelphia Los Angeles St. Louis San Francisco 


Lafayette Building 








Central Building Pierce Building Merchants Exchange {| 





100% American Premier Fleet 


ATLANTIC-PACIFIC EXPRESS SERVICE 


America’s Coast-to-Coast Direct Fast Freight 










PHILADELPHIA REGULAR SAILINGS 
BALTIMORE FORTNIGHTLY 
SAVANNAH A-1 FAST STEEL 
and MOBILE STEAMERS 
DIRECT TO OFFERING 
LOS ANGELES (San Pedro District) RELIABLE 
SAN FRANCISCO UNEXCELLED 
PORTLAND FACILITIES 
SEATTLE and SERVICE 


FOR RATES AND PARTICULARS APPLY TO 


ATLANTIC-GULF & PACIFIC STEAMSHIP CORP. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO 60 California Street ceed siti 
Philadelphia Savannah, Ga. New York Parr Terminal 
Drexel Building Savanah Bank and Trust Bldg. 42 Broadway Portland, Ore. 
Pittsburgh Los Angeles, Cal. Mobile, Ala. Board of Trade Bide. 
Union Arcade Bldg. 427 Van Nuys Bldg. S. W. Cor. St. Francis & Water Sts. Seattle, Wash. 


L. C. Smith Bldg., 
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